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We have a definite policy of 
meeting every requirement of the 
shipping public as quickly as that 
particular need develops. 

Mr. J. L. Keeshin—in line with 
this policy—announces the inaugu- 
ration of a daily refrigerator sched- 
ule, assuring you of the usual 
Keeshin dependable overnight 
service (without exception) on per- 
ishable commodities. These new 

J. L. KEESHIN, Pres. ° ‘ 
Keeshin Motor Express Co. refrigerator cars, illustrated below, 
were added to our present fleet for your con- 
venience and protection—to insure your ship- 
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Terminal, 826 7th St. 
kford, Illinois 
Phone: Forest 5757 


ments of perishables reaching your customers 
in their original condition. 

Distribution by this new type, dependable 
equipment is offered at no additional expense. 

For your protection, we carry the following 
insurance policies: full cargo covering all high- 
way hazards, also against riots, strikes and civil 
commotion, compensation, public liability and 
property damage; all employees are bonded. 

e solicit your complete investigation as to 
our financial responsibility. 

Use Keeshin Service, the modern econom- 
ical, expeditious method of distribution. Tariffs 
or any additional information will be sent on 
request. 
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efri igerator service 


The largest individual 
motor freight com- 
pany in the middle 
west owning and op- 
erating its own 


equipment. Y ¢!av< 


EXPRESS COMPANY 


General Offices and Terminal: Laflin St. and Washburne Ave., Chicago, Illinois 
PHONE: ROOSEVELT 8700 


Terminal, 828 S. 3rd St. 
Clinton, lowa 
Phone: 3027 
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Isthmian Steamship Lines 


ISTHMIAN STEAMSHIP COMPANY : 
General Offices: 50 Trinity Place, New York, N. Y. te 


Branch Offices: 


E. 
Herald Building, SYRACUSE, N. Y. Commerce Bldg., ROCHESTER, N.Y. Rockefeller Bldg., CLEVELAND, °‘). H. 
Union Trust Bldg., CINCINNATI, OHIO Marine Trust Bldg., BUFFALO, N. Y. 


DIRECT STEAMER SERVICE ‘a 


From New York, Philadelphia, Boston, Baltimore, New Orleans, Galveston, Houston, 418 
Mobile and Pacific Coast Ports C 


To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 
U. K. and Continental Ports 


Also INTERCOASTAL SERVICE 


New York, Baltimore, Portland, Norfolk, and other Atlantic and Gulf Ports, to 
Los Angeles Harbor, San Francisco, Portland, Seattle, Vancouver, etc., and return to New York, 
Boston, Baltimore, Philadelphia, Providence, and other Ports as cargo offers. 
Frequent Service to Honolulu without transshipment. 
For particulars, rates, sailings, etc., apply to Isthmian Steamship Company, 50 Trinity Pl., N. Y. City, or to 


NORTON, LILLY & COMPANY, Generai Agents—New York, Chicago, Detroit, Philadelphia, Baltimore, Norfolk, 
Newport News, Boston, New Orleans, Mobile, Cristobal, Balboa, San Diego, Los Angeles, San Francisco, 
Portland, Seattle, and Vancouver. 


E. C. EVANS & SONS, San Francisco (Pacific Coast—United Kingdom) 


“INCREASING YOUR SALES 
THRU USE OF A.W. A. PUBLIC WAREHOUSES” |7 


IF YOU HAVE NOT YET RECEIVED YOUR COPY OF THIS REMARK- | 
ABLE FREE BOOKLET PLEASE COMMUNICATE WITH US 


Unlike anything published heretofore—written particularly for manufacturers and distributors. The 
booklet reveals, in concise words, the method of distribution thru public warehouses. You may 
also read examples of what this method means to those who have already adopted it. Their experi- SHI 
ences will amaze you. 
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PRESENT DAY COMPETITION DEMANDS THAT WE BE = 
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Investigation of this modern distribution method will require but a small amount of your time. The va 
welfare of your business merits a careful study of this booklet. : 
OCE 
TERMINAL WAREHOUSES oF ST. JOSEPH, Inc. m 
SOUTH ST. JOSEPH, MO. _ 
H. C. HERSCHMAN, President Dor 
i F. J. MEEKER, Secretary 
i? _— Digi 
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CARLOADING & DISTRIBUTING C0. 


DIVISION 
STATES rac enaee 





UNITED COMPANY 


“\ fo ee 
‘fess Than Carload Freight Service 





QUALITY! 


In buying transportation, 
like any other commodity, in 
the final analysis, it pays to 
buy quality. 


“UNIVERSAL” service is 
quality, in the form of less 
than carload transportation, 
affording fast service at rates 
consistent with reliable and 
dependable operation. 


Se 


For Rates or further information apply to our Freight 
Traffic Department in your city or to the 


FREIGHT TRAFFIC DEPARTMENT 


58 West Jackson Boulevard, CHIcAGo, ILL. 
40 Rector Street, New Yorx Crry, N. Y. 


“Reduced Freight Rates” 
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ew and 
faster schedules again shorten 
the time enroute via Frisco 
Lines... let Frisco merchan- 
dise cars add wings to your 
LCL shipments from, to or 
through Frisco-land. 

S. S. BUTLER 


General Traffic Manager 
Frisco Lines, St. Louis, Mo. 
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General American has per- 
fected special tank cars for 
the carrying of butane and 
propane. If you’re shipping 
either of these products you 
should investigate them. 





cars WHEREVER 


and whenever you need them 


At ten strategic points throughout the country General 
American maintains repair plants and storage yards. These 


serve as terminals for General American’s fleet of cars. 


The 50,000 cars in the General American fleet, and the strate- 
gic location of the General American terminals, provide a 


transportation service upon which you may always depend. 


No matter where you are, or how urgent is your need for cars, 
you can get from General American all the cars you want... 


of the particular type you want... when and where you want them. 


The convenient location of the General American shops, 
which maintain a complete stock of tank car parts at all 
times, enables you to have repairs made without unnecessary 
delay. No timeis lost waiting for the necessary replacements 
to come from some distant factory. Your cars are back on 


the rails again in the quickest possible time. 


GENERAL AMERICAN 


T AN K C AR c O R POR AT 1O N 
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ODERN transportation has put 

Kansas City practically in over- 
night touch with its vital market of 21 
million people, 19 million of whom are 
served more economically from Kansas 
City than from any other metropolis. 


Twelve trunk line railroads and 
thirty-two subsidiaries speed passengers 
and freight to every section of this 
territory. Air traffic increases steadily to 
every point of the compass from Kan- 
sas City. Air mail now is delivered 
overnight between Kansas City and 
New York, Kansas City and Los An- 
geles. Bus and truck lines spread in 


a network from Kansas City to all 
points of travel. 


And to complete this unusual trans- 
portation picture, barges soon will be 
operating on the Missouri River from 
Kansas City to all inland waterway cities 
and for export. 


Kansas City has many industrial ad- 
vantages that are described in the lately 
revised Book of Kansas City Facts. It 
is a complete picture of the city and its 
market, and should be in the hands of 
every important business executive. A 
copy may be had, without obligation, 
for the asking. 





INDUSTRIAL COMMITTEE 
AS 








— 
OF THE CHAMBER OF COMMERCE 


Industrial Committee, Chamber of Commerce, 
Kansas City, Mo.: 


Please send me the Book of Kansas City Facts. I am 
interested in the 

industry. 
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{I saw your advertisement in Traffic World} 
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Check our Service 
point by point 


lt is to your best interests to investigate the definite advantages that are 
yours when you route your freight via Soo Line. 

We have made freight handling a science. Nearly half a century of 
experience coupled with the most up-to-date equipment and methods has 
made Soo Line freight service a standard of profitable efficiency. Waste 
motion and excessive handling have been eliminated. Courteous em- 
ployees trained to handle special assignments with skill and speed are at 
your service at all times. 

You are assured of the ultimate in speed, safety, and skilled handling 
when you say “care of Soo Line” on your shipments. 
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*---AND BE SURE TO ROUTE IT 


MISSOURI PACIFIC LINES 














Wise EXECUTIVES 













SPECIFY * (MISSOURI 
Missouri PACIFIC LINES Nr aie 
FREIGHT SERVICE 


For DEPENDABLE 
On-Time DELIVERY 
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“City of Baltimore,” Flagship of the Baltimore Mail Line 





THE NEW HIGH SPEED 
FREIGHT LINE TO EUROPE 


offers .... 


BALTIMORE 


NEW YORK CITY 
1 Broadway, Digby 4-5800 


Quick delivery, lower costs, weekly sailings 


A fleet of five mail liners—15,000 tons, oil-burning turbines, 16 knots speed 
—soon will provide fast, weekly sailings each way on the Baltimore—Hamp- 
ton Roads—Havre—Hamburg route for general and refrigerated cargo. 
Each ship carries United States mail and has staterooms for eighty-one 
passengers. 


Service commences July 2 out of Baltimore, July 3 from Hampton Roads: 
By early fall there will be a sailing every week—every Thursday from 
Baltimore; every Friday from Hampton Roads; every Saturday from 
Hamburg. Freight crosses in eleven days. Government mail contract 
insures adherence to schedule. 


Here is a service which, for mid-Western and Southern exporters and 
importers, means further lowering of costs. Added to the freight savings 
possible through shipping via Baltimore or Hampton Roads are a speedy 
crossing; shorter tie-up of capital, lower port costs and direct car-to-ship 
handling that minimizes risk. 


BALTIMORE MAIL LINE 


Baltimore Trust Building 


CHICAGO, ILLINOIS 
180 N. Michigan Boulevard, Randolph 6840 


PITTSBURGH, PENNSYLVANIA DETROIT, MICHIGAN 


300 Westinghouse Building, Grant 0770 








MARYLAND 


NORFOLK, VIRGINIA 
Royster Building, Norfolk 21725 


905 Majestic Building, Cadillac 1635-1636 
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Merchandise Cars Handled on Time 



















YEAR 1930 

99.2 PERCENT PERFECT PERFORMANCE 
THRU MERCHANDISE CARS 

5445 CARS MOVED 1870794 MILES 
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Our Platform 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 


Take politics out of rate-making. 


A special fee for the use of the highway by motor 
vehicle common carriers as a place of doing business. 


Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
law and the Commission. 


Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. The differential between rail 
and inland waterway rates, if one is found to be justified, 
should be fixed on the basis of a scientific study of the 
comparative cost of rail and water transport. 


A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. In other words—equal- 
ze the burden of regulation in the interest of fair com- 
petition and the proper maintenance of rail transport. 





HIGHWAYS SUPPLANTING RAILS 


HATEVER may be the effect of highway trans- 

portation on the main lines of the railroads, recent 
tfeports of the Commission in railroad abandonment 
tases—which are indicative of a trend that has been in 
progress for some time—leave no doubt as to its effect 
om branch lines of railroads, as well as on short lines in 
their entirety. These reports show that development of 
improved highways and use thereof by motor vehicles has 
resulted, not in a supplemental transportation service, 
but in one that has taken the place of rail service. 

In authorizing the Brooksville and Ohio River Rail- 
toad Company to abandon its ten-mile railroad between 
Brooksville and Wellsburg, Ky., the Commission said it 
Was represented that the volume of traffic of the line had 
decreased because of the construction of state highways 


and increasing bus and truck competition. Truck and 
bus lines, said the Commission, were now operating 
through the territory served by the applicant’s line, “giv- 
ing prompt and efficient service at a lower cost than 
that of the applicant.” 

The Commission’s report authorizing abandonment 
of about eleven miles of branch line of the West Jersey 
and Seashore Railroad Company between Haddonfield 
and Medford, N. J., reveals, not only that the motor 
vehicle and improved highway will supplant the branch 
line, but that part of the right of way of the branch line 
will be used for construction of a highway. Develop- 
ment of transportation by motor busses and trucks over 
“the excellent highways provided in the territory served 
by the line” took a substantial volume of traffic away 
from the line. The State Highway Department of New 
Jersey plans to use about five miles of the branch line’s 
right of way for the construction of an extension to its 
present highway system. 

“The farmers truck their produce to Brantwood and, 
apparently, have no use for rail transportation facil- 
ities,” said the Commission, in its report authorizing the 
Soo Line to abandon its Knox branch between Brant- 
wood and Knox Mills, Wis. (a distance of between four 
and five miles), a logging road that has outlived its use- 
fulness. 

In the cases referred to no objections to the grant- 
ing of the applications seeking authority to abandon the 
lines were presented to the Commission and it was not 
necessary to authorize abandonment over the protest of 
representatives of the public as in other abandonment 
cases. 

The extension of improved highways and the in- 
creasing use of them by motor vehicles, in the light of 
such cases as those touched on, means the obliteration of 
many additional miles of branch and short lines, in 
territories in which there is not sufficient traffic for both 
the rail and highway lines. The Commission has warned 
the public that, when a commodity has at its disposal 
several means of transportation and it has exercised its 
choice in the form of patronage, it must realize that the 
means of transportation that its choice has eliminated 
may not be able to continue to exist without such 
patronage, and that abandonment must follow as a last 
resort. 
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EXTENDED WATERWAY SERVICE 


HATEVER the rights and wrongs of waterway 
oF ce under present policies, the city of Peoria 
is to be congratulated on the opening this week of water 
transportation that far up the Illinois River, and the 
same congratulations are due to Chicago and surrounding 
territory on the approaching completion of the Illinois 
waterway, which will give deep water transportation 
from the Great Lakes to the Gulf. It may be said also 
that, whatever may be wrong with the country’s water- 
way policy, there is a certain justification for this 
particular waterway (though not for government opera- 
tion on it) in view of the disadvantage at which the 
middle west is placed by the Panama Canal. Of course, 
two wrongs do not make a right, and a better way to 
allow the Mississippi Valley to meet Panama Canal 
competition would be by permitting transcontinental 
fourth section rail rates and otherwise equalizing the 
situation by charges for transit through the canal—but, 
if conditions in these respects are to remain as they 
are, Illinois waterway advocates have a strong talking 
point. 

There was the usual waterway “bunk” by the 
speakers on the occasion of the Peoria celebration. The 
Secretary of War was there and indulged in some of it. 
Of course, he is merely the mouthpiece of the adminis- 
tration and, knowing little of transportation problems, 
says what he does merely because it is in accord with 
administration policy. General Ashburn is different. 
He also, of course, represents administration policy, but 
he has helped greatly to make that policy and he speaks 
not at all in ignorance. If he knew nothing about trans- 
portation before, he has learned a good deal about it 
since he became chairman of the Inland Waterway Cor- 
poration. He reiterated his ridicule of the railroads 
because they are so stupid concerning their own business 
as not to be able to see that waterways are a benefit to 
them, and his remarks as to “hidden costs.” Of course, 
the General knows that no one is saying that the barge 
line should pay taxes, interest on capital, and other 
similar overhead costs; all that is being said is that he 
ought to take such charges into consideration when he 
presents the barge line operation as profitable and as an 
example of what private capital may do in waterway 
transportation. He ought to be frank in admitting that 
these charges are borne by the taxpayers and not by 
buyers of transportation on his waterway. 

There is need not only for education on the part of 
those who are ignorant with respect to these matters, but 
for frankness and freedom from quibbling and mislead- 
ing statements on the part of those who are fully 
informed. 


HOOVER WORDS AND HOOVER DEEDS 


i his Indianapolis speech this week, President Hoover, 
in defending “our American system, which holds that 
the major purpose of a state is to protect the people and 
'o give them equality of opportunity,” asked, among 
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others, the following questions, to which his obvious 
answer was “No,” as is also ours: 


Shall we undertake federal ownership and operation of 
public utilities instead of the rigorous regtlation of them to 
prevent imposition? Shall the government, except in temporary 
national emergencies, enter upon business processes in com- 
petition with its citizens? 


Well, then, what about a little of the “rigorous regu- 
lation” for transport agencies other than the railroads? 
Does President Hoover think only of the railroads when 
he talks about imposition in connection with transpor- 
tation? And how about the government discontinuing 
its “business processes” in waterway transportation? 
President Hoover’s words ill accord with his deeds. We 
do not mean that he has the power to equalize regula- 
tion as among the various kinds of transport, of course, 
but we have heard nothing emanating from him in favor 
of such a policy. As to the government’s waterway 
policy, he is more responsible than anyone else for both 
its conception and its execution. 

In another part of his address, in presenting his 
“American plan” for the future development of the coun- 
try, he proposed, among other things, “to increase the 
capacity of our railways, to add thousands of miles of 
highways and waterways.” Words, words, words. The 
way to increase the capacity of the railways is not to 
talk about it, but to adopt a policy of fairness and sanity 
with respect to all transportation. To add thousands 
of miles of highways and waterways may be a good thing 
—especially as to highways—but there ought to be some 
consideration given to how it shall be done and the wis- 
dom of doing it under present policies. But people love 
expansive visions and beautiful pictures; they do not like 
to deal with hard facts. 


TRAFFIC LEAGUE CIRCULARS 

T a meeting of the executive committee of the 

National Industrial Traffic League in Chicago some 
weeks ago, President W. H. Day, of the League, made 
some remarks concerning the use of League circulars by 
The Traffic World. He said these circulars were private 
and confidential and that this publication was unethical 
in making use of them and commenting on them. He 
said that even railroad men with whom he had talked 
agreed that our procedure was unethical. 

Mr. Day, when he said these things, was speaking in 
ignorance of the facts and no one present who knew the 
facts arose to correct him. The Traffic World has re- 
ceived these circulars for years with no restriction on 
their use. Moreover, on September 3, 1929, J. H. Beek, 
executive secretary of the League, having expressed over 
the telephone some ideas with respect to making the 
circulars confidential, the editor of The Traffic World 
wrote him as follows: 


If you do not wish us to continue printing what we desire 
to print out of your circulars, you had better stop sending them. 
We regard them just as we would regard any other printed 
circulars, many of which come to our office and the contents of 
some of which we publish freely. 


Mr. Beek never answered this letter but continued 
to send us the circulars. 
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When we informed Mr. Day of the above facts, he 
withdrew his criticism of us, saying: 

As a believer in fair play, you may rest assured that I shall 
make a sincere effort to correct any misunderstanding growing 
out of my lack of knowledge as to the existence of the letter 
to which you refer. 

He said he had for some time entertained the view that 
our use of Traffic League circulars was unfair, but the 
information in our letter changed the picture. 

We are publishing the facts for the benefit of any 
who may have been misled by their own unfounded 
suspicions or the charges of others that have come to 
their ears. 


INCREASED RAIL REVENUE 

HE petition of the railroads for an increase of fifteen 

per cent in freight rates is in and it is to be hoped 
that the Commission will act on it promptly. If the 
railroads need the money they need it now. There is 
no occasion for extended hearings and long consideration. 
The only questions to be answered are whether the rail- 
roads are actually in need of the increase they ask and 
whether the method they propose will produce it. If the 
need is admitted and the method is condemned, then it 
is up to the Commission, we think, to suggest some other 
method. If the need is not admitted, then there is an 
end of the matter. 

We believe the railroads have pretty conclusively 
shown their predicament. It is a fault of our system of 
regulation that any increase in rail rates will not entirely 
accrue to the railroads, but will result also in some 
business being driven away from them to competing 
agencies of transportation, in increases in inland water- 
way rates—which are arbitrarily twenty per cent under 
rail rates—and, presumably, increases in motor transport 
rates. But the plight of the railroads, if the Commission 
is convinced of it, calls for relief in spite of these things. 

We are disappointed that the railroads, in presenting 
their statement and application for relief, did not offer 
some promises or guarantees with respect to economies to 
be achieved by curtailing cuplicated and expensive 
passenger service. If they could get together on an 
application for increased rates it would seem that they 
might have reached agreement on this matter also. 
Perhaps the Commission will have something tu say 
along this line when it acts on the petition. 


THE NATIONAL GRANGE, ETC. 


(By Thomas F. Woodlock, in The Wall Street Journal) 


In a brief submitted to the Interstate Commerce Commission 
concerning regulation of motor transportation the National 
Grange avers that “Farmers wish the railroads well and desire 
to see them prosper, but they would like to see rates reclassified 
to give agricultural products lower rates. That the railroads are 
a public necessity and we cannot get along without them cannot 
be denied. The public will be taxed in the form of rates for the 
upkeep of the railroads. There is no escape from that. When 
it comes to the real pinch, however, the railroads may be asked 
to consolidate, reduce high overhead expenses and effect other 
economies which will enable them to compete to better advan- 
tage with other forms of transportation. Furthermore, the public 
has long been sceptical regarding the true capital investment of 
the railroads, and question the right of the carriers to earn a 
return upon that portion of their capital which does not represent 
money actually invested.” 


The Traffic World 


Vol. XLVII, No, 95 


Somebody once defined “charity” as a lively feeling op the 
part of A that B should at once do something to meet C’s neces. 
sities. Whatever “benevolence” (well-wishing) that the Grange 
has entertained toward the railroads in its 70 years or so of life 
has been well dissembled to date. The fact, indeed, that the 
early repressive legislation against railroads is commonly re. 
ferred to in the history books as the “Granger legislation” is 
eloquent proof of the skill with which that body did its goog by 
stealth, and of the earnestness with which it strove to concea] 
its generous spirit and affection for the rail carriers. In this jt 
must be credited with a first-rate job, for, up to date, no one has 
even suspected the existence of that emotion on its part. 

However, perhaps in an incautious moment, it has let slip 
one phrase which is significant—if it is really meant. That js 
the sentence above quoted beginning “When it comes to the rea} 
pinch,” etc. Does the Grange really mean it? 

“The railroads may be asked to consolidate, reduce high 
overhead expenses and effect other economies.” Does the Grange 
favor consolidation? Has it so informed Senators Brookhart and 
Couzens? If it has not done so, will it do so? Consolidation oj 
railroads is a question that is very much alive today, and wil] 
be even more alive when Congress meets. What is the Grange 
going to do about it? It is the writer’s guess that if it does any. 
thing at all it will be to oppose any real step to any real con. 
solidation. 

And as to reduction of “high overhead expenses,” what 
“overhead” has the Grange in mind? Is it consolidation of shop 
work, for instance, that it visualizes, or a concentration of cler- 
ical work with in both cases a reduction of forces? Or is it 
merely a reduction in salaries of the executive officers? “Other 
economies”—does this mean that the Grange favors abandonment 
of unremunerative lines, closing of circuitous routes, slowing up 
of competitive fast freights, pooling of passenger service and 
discontinuance of unremunerative passenger schedules? It is a 
safe wager that if the Grange ever appears in a proceeding 
involving any of these steps it will not be in favor of those 
particular steps in that particular case. 

We hear much nowadays about economies of this sort. Take 
one thing alone, the matter of traffic routing over circuitous 
routes. The Interstate Commerce Commission has always re- 
garded every route as “open” which is not definitely closed by 
tariff provision. This policy opened the door to a grave abuse 
in connection with the so-called “intermediate rule” coupled 
with the practice of “tariff concurrences.” 

The matter is too complex to admit of detailed explanation 
here; it is enough to say of it that it led to a multitude of claims 
for “damages” by shippers who had paid normal rates provided 
by the tariff for movement of their traffic, but found it possible 
under the Commission’s rulings to demand lower rates con- 
structed by the “intermediate rule” coupled with the existence 
of “open routes” under “tariff concurrences.” That culminated 
in a series of cases involving enormous claims based on a tariff 
situation centering between St. Louis and Chicago. It is sufi- 
cient to say that these claims were supported by a long series 
of decisions of the Commission, that some twenty to thirty mil- 
lions of dollars “damages” were claimed, and that these claims 
were based upon logic which if applied would have declared that 
New York, New Orleans, Los Angeles, San Francisco and Seattle 
—not to multiply instances—were all “directly intermediate” 
between East St. Louis and Gary, Ind. 

This was too much for the Commission. It dismissed the 
complaints and a few weeks ago the Supreme Court of the United 
States declined to interfere with its ruling. And the “tariff cir 
cular” rules of the Commission have since been reformed to 
prevent recurrence of such claims. 

“But “open routing” is still a question. In its supplement 
report on the Missouri Pacific “unification,” a majority of the 
Commission has made approval of the desired lease contingent 
upen the condition that until it otherwise orders, the Missour! 
Pacific system must keep open all existing routes regardless of 
whether or not they short-haul that system. In so saying the 
Commission reversed its position taken in the original report. 
Commissioner Mahaffie points out that under section 15 (4) 
the act a carrier system has the right to its long-haul and that 
the Commission is acting ultra vires in attempting to compel it 
to waive that right as a condition to unification—which seems 
a sound point in law. But apart from that he says: 

“Further, I think that as a matter of public policy and aside 
from any question of our power, a restriction of the character 
imposed is wrong. One of the serious wastes in our present 
system of transportation is caused by the excess mileage over 
which traffic is moved... . Yet under this decision a route 20 
matter how roundabout and wasteful may not be closed except 
on our order, and as a result of a proceeding before us. This 
will necessarily result in slowing up and will probably, to 4 large 
extent, prevent the elimination of this element of waste.” , 

Whatever may be thought of the Commissioner’s point 0 
law, there can be no doubt of the soundness of his point 12 the 
form of common sense and equity. 
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Current Topics in 
Washington 





In his discussion of the western 
district divisions case (see Traffic 
World, June 13, p. 1420), F. H. Towner 
said there were all sorts of testimony 
in the case, including “the peculiar fact that on the Union 
Pacific the wind is always against the trains no matter in which 
direction the train is moving.” 

Seemingly, that assertion, if accurate, means that, perhaps, 
some day, a new name for the Union Pacific may be desirable. 
A distich in use among the folks of Gloucestershire, England, 
may suggest something. It is: 

The Tracys 

Have always the wind in their faces. 

William de Traci, a grandson of Henry I, was one of the 
four whose assault caused the death of Thomas 4 Becket. Traci, 
or Tracy, according to tradition, was commanded by the pope 
to expiate his sin by making, among other things, a journey 
to the Holy Land. But he never got there, his excuse or reason 
being that the winds were always against him, much, as later, 
the Flying Dutchman found the prevailing winds, making it 
impossible for him to accomplish his vow. 

According to Dean Stanley, of Westminster Abbey, writer 
of memorials about Canterbury Cathedral, which once had a 
shrine to Becket, the cause of pilgrimages to Canterbury and 
Chaucer’s Canterbury Tales, William de Traci is an ancestor 
of the earls of Weymss, pronounced Weems. Parson Weems, 
the one who gave the world the story of George Washington 
and the cherry tree, was a member of the Wemyss family, 
though, like Examiner Frank C. Weems, of the Commission’s 
staff, he used the phonetic spelling of the name rather than the 
Plantagenet form, if Weymss dates back to the illustrious an- 
cestor of the present earls. The violent verbal outburst of 
Henry II, against Becket, according to tradition, caused the 
assault on him by the four knights who killed the archbishop 
on the theory that Becket was a traitor. Traci, a cousin of the 
second Henry, was one of the four who set out from France, 
immediately after the outburst, to rid Henry of the primate. 


New Name Needed for 
the Union Pacific 





Until in the second year of the 
administration of President Taft it 
was not possible to have what is now 
known as a general rate increase 
case. That was the year in which 
Congress gave the Commission power 
to suspend proposed increases in rates. Counting the one initi- 
ated this week, there have been five such. The first was begun 
in anticipation of the passage of a bill giving the power of 
Suspension. That case, divided into two parts, was No. 3400 
in the east and No. 3500 in the west. They also took sus- 
pension numbers I and S. Nos. 3 and 4, after the authority to 
suspend rates became effective, June 18, 1910—twenty-one years, 
lacking a day, before the carriers initiated the present 15 per 
cent case. 

The prior general cases were those of 1910, 1914, 1917 and 
1920. The carriers lost the first general case and won the 
other three to the extent of getting some increases. The 1910 
advance was held up by an injunction until Congress granted 
the power of suspension. 

This is called the fifth general advanced rate case, notwith- 
Standing the fact that the Commission had a rather general 
case, in Proposed Advances in Freight Rates, 9 I. C. C. 382, long 
before it received the power of suspension. The railroads used 
lo change their rates when they pleased. Sometimes the Com- 
mission made inquiries, but it could not do anything about the 
Matter until after 1906, when it received the power to prescribe 
tates for the future. But, even when it had received that power, 
it Was not a powerful body, because the railroads could put in 
higher rates—and observe them, if they wanted to. They usu- 
ally cut them by means of rebates, so that, in a relatively short 
Ume, the open rates were back on the old base. 

In at least one way this case resembles that of 1914. Poor 
business, without a corresponding reduction in expenses, caused 
the railroads to ask for a five per cent increase. When the 
Commission said they could not have it, President Wilson inter- 
Yened (not publicly), expressing the hope that the Commission 
Could see its way clear to give them an increase. The case 


This Fifteen Per Cent 
Case Is the Fifth of 
the Kind Since 1910 


The Traffic World 


PAGE 1473 





was reopened and the carriers got an increase, which the early 
shock of the world war, begun just about the time the Com- 
mission was denying the prayer for relief, showed clearly was 
needed. They put the higher rates into effect early in 1915. 

Mounting costs begot by the war forced an appeal for 
higher rates in 1917, though the returns in 1916 were good. 
But costs rose faster than increased business could supply 
revenue, the Adamson so-called eight-hour law being one of the 
potent causes of higher cost. In 1918 the Director-General made 
a 25 per cent increase. 

None of the general freight rate increases bears a resem- 
blance, in size, to the increases the Commission had to make 
in answer to the representations of the railroads in the spring 
and summer of 1920. The railroads should hardly be charged 
with having initiated that case. The Commission knew, long 
before the case got under way, that it would have to make up 
the deficiency in revenue caused by the policy of the Railroad 
Administration of increasing expenses without making any pro- 
vision, broadly speaking, after the 25 per cent increase, by 
means of rate advances, to cover the increased costs. They 
came from liberal advances in wages, and, many believed, from 
the retention in service of more men than efficiency and econ- 
omy dictated. 

The only question in that case was as to how much of 
an increase the Commission would have to allow to keep the 
railroads out of the hands of receivers. It was obvious, without 
testimony, that the policy pursued while the government oper- 
ated the railroads, if continued, would result in the whole trans- 
portation system going into the ditch. The rates had not been 
kept high enough to match expenditures in the boom times of 
war. The buck of keeping the railroads out of the financial 
ditch was passed to the Commission after they were relinquished 
from a control that, from its very nature, meant that it would 
be influenced by political considerations, in some degree, at 
least. An appearance of not wasting money is usually con- 
sidered desirable among men in public life. 

The prospect is not pleasant this 
summer for either traffic or tariff men. 
The 15 per cent case means, it is be- 
lieved, that traffic men will not be safe 
in getting far away from their offices for 
more than week ends. For tariff men 
it may be even more serious. They will, it is believed, have 
to assume that the Commission will grant permission to make 
an increase and be ready for it, if and when the decision is 
made. They cannot afford to be unprepared in the event of a 
favorable decision. Even if blanket supplements be authorized, 
many specific tariffs will be required. 

Such an assumption, it is suggested, means that the tariff 
men, if not the traffic men, will have to be around in vacation 
time, gathering material for the making of exceptions to the 
blanket increase. No one has even suggested that the executives 
would undertake to impose 15 or any other per cent on every 
bit of freight. In fact, they have shown that they intend to 
make exceptions. Exceptions mean work for tariff men, at least, 
and probably for traffic men as well. The latter will have to 
decide how to make exceptions ordered by their executives or 
the Commission, if the latter makes dny other than those sug- 
gested by the executives. 

Any way any one cares to look at the matter, a busy summer 
seems to be indicated, even without thinking about the work 
that will have to be done on account of the victory achieved 
by the railroads in Great Northern vs. Delmar. The notice by 
the Commission in connection with that case, that it expects 
definite routing to be inserted in tariffs by not later than Janu- 
ary 20, means work. Inasmuch as the Commission’s decision 
was upset by the Supreme Court, the regulating body may feel 
a bit mean about the matter and take the attitude that the 
tariffs will have to be revised not later than January 20, no 
matter how much night work it may entail on the tariff men. 
Sometimes a victory in the courts is not altogether sweet. 


Black Outlook for 
Traffic and Tariff 
Men This Summer 





It may be, as some suspect, that 
army and navy officers are always bel- 
ligerently inclined. However,’ they 
seem able to make peace, after they 
start something, without allowing the 
matter to proceed l’outrance. That is 
proved by the fact that the Commission has dismissed No. 
23646, United States of America vs. Aberdeen and Rockfish et 
al. It so acted because the complainant requested dismissal. 
The inference is that the greatest republic on earth has ob- 
tained satisfaction from the oft mentioned Aberdeen and Rock- 
fish, one of the small and least bellicose railroads in the land, 
and those joined with it as defendants. 

The military servants of the United States compelled this 
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greatest of governments to complain to a branch of itself that 
the classification rates and ratings on large quantities of muni- 
tions, consisting of explosive ammunition for cannon of various 
forms, bombs, grenades, and mines, were in violation of the 
interstate commerce act. They prayed for justice. Now they 
have had the Commission dismiss their complaint and prayer. 
A man of perspicacity would say that the fierce generals, cor- 
porals, admirals, and water tenders, by negotiations with the 
wicked railroads, had had their views met—hence, the restora- 





tion of peace. The complaint was filed June 30, 1930. There- 
fore, it took almost a year to restore peace. 
Assuming that the Commission 


soon will hold hearings on the petition 
of the railroads for a 15 per cent in- 
crease in rates, it is interesting to note 
that it is not improbable that a case 
compelling the railroads to spend about 
$150,000,000 and one in which they are asking for hundreds of 
millions from the public will be going on at the same time. The 
case calling for the expenditure of money is composed of two 
complaints, Nos. 24049 and 24050, A. Johnston et al. vs. A. C. L. 
et al. In those complaints the railroad brotherhoods affected are 
asking the Commission to require the railroads to equip their 
locomotives with automatic stokers and power reverse gears, at 
a cost that has been estimated at about $150,000,000. 

Automatic stokers would save the aching backs of locomo- 
tive firemen. Power reverse gears would apply steam or com- 
pressed air to the reverse lever when the enginer had been told 
to “back up.” The hearing on the two-headed case has been 
going on before Examiner J. L. Rogers for months. A consid- 
erable amount of the testimony sounds cumulative, as if the wit- 
nesses had come to Washington on a sort of outing but prepared 
to tell what an obstreperous thing the reverse lever could be- 
come sometimes when the engineer was required “to throw her 
over,” or how shoveling a good many tons of coal into the mouth 
of the furnace, which firemen think should be equipped with an 
automatically controlled door, made it hard, if not impossible, 
for the firemen to go to a movie of an evening or sit in a poker 
game. 

Naturally, there is some disagreement about the value of 
such fixings. However, the general thought seems to be that it 
would be nice if they could be attached and probably result in 
economies. But, railroad executives ask, who is going to furnish 
the money? The public objects to paying higher rates and uses 
trucks if they get too high. A few years ago some one at the 
Commission observed to Daniel Willard that his engines would 
be more economical if they had brick arches. 

“I know that,’ retorted Willard. “I wish every one of our 
engines had a brick arch. But where am I to get the money for 
doing something I know should be done?” 

A few years ago the Commission required the installation of 
automatic train stop devices, at a cost estimated at something 
in excess of $300,000,000. Since the installation, some of the 
reports given to the public by the Commission seem to raise the 
question whether that expenditure has been justified by the sav- 
ing of either life or property.—A. E. H. 


RECIPROCAL BUYING 


The Trafic World Washington Bureau 


Argument in No. 1179, in the matter of Waugh Equipment 
Company, Arthur Meeker, Frederick W. Ellis and J. B. Scott, in 
which the Federal Trade Commission charges that the Waugh 
company in cooperation with Messrs. Meeker, Ellis and Scott 
as traffic department and executive officials of Armour and Com- 
pany, sought to and did induce and compel railway companies to 
purchase draft gears made by the Waugh company by promises 
and threats with respect to movement of Armour traffic over the 
lines of the railroads, was heard by the Commission on the after- 
noon of June 11. Everett F. Haycraft argued in support of a 
finding against the respondents while E. M. O’Bryan argued as 
attorney for respondents. 

The argument in the companion case against the Mechanical 
Manufacturing Company and R. O’Hara and W. A. Mayfield, 
traffic department officials of Swift & Company, scheduled for 
the afternoon of June 12, was indefinitely postponed on account 
of counsel for the respondents having been called suddenly to 
Germany. It was stated that the Mechanical company was not 
now making gears and would not do so until the Commission 
had disposed of the case. 

Mr. Haycraft asserted the record supported the finding that 
the traffic of Armour and Company had been used to influence 
the purchase by railroads of the Waugh gear. Messrs. Meeker, 
Ellis and Scott, according to the Commission’s complaint, re- 
ceived 1,666 shares of common stock of the Waugh company for 
no consideration. Mr. Haycraft reviewed the record to show, 
as he contended, that there was ample warrant for an affirmative 
finding on the complaint. He charged that traffic had been trans- 
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ferred from one railroad to another by reason of Waugh draft 
gear purchases and that through such methods the Waugh com. 
pany had greatly increased its business and was one of the 
leading gear companies of the country. 

Mr. O’Bryan defined the issues as being whether there wag 
a public interest involved and whether respondent had sought 
to induce and compel railways to buy the Waugh gears. Ag to 
the first issue he said the record was clear that the only cys. 
tomers for draft gears made by the Waugh company were rail- 
ways and that they knew what they were doing when buying 
equipment for their cars. He said the Waugh gear had passed 
the draft gear test of the American Railway Association and that 
railroad officials relied on that test. He contended that the gear 
was bought on its merits and not because of the traffic influence 
of Armour and Company. He said unless it could be shown there 
was fraud involved—which he said there was not—there was no 
public interest involved. As to the second issue he said the 
record showed that 43 railway officials had testified they had 
heard no threats or promises as to Armour traffic and the Waugh 
gears. He contended that a number of large railroads that car. 
ried a substantial volume of Armour traffic did not appear in the 
record. 

The most that the respondents did, Mr. O’Bryan asserted, 
was to ask railroad officials to have their rperesentatives witness 
a test of the Waugh gear, the sale of which, he said, did not 
become of any consequence until 1927 when it had been perfected 
and had been approved by the American Railway Association, 
He argued that if there had been a conspiracy or agreement the 
sales of the Waugh gear would have increased before 1927. He 
said there was nothing done by respondents that was not done 
in “everyday business.” He said Mr. Ellis had spoken to rail 
officials about the Waugh gear but that he was interested in the 
railroads getting a good gear. He admitted, however, on ques. 
tioning by Commissioner Humphrey, that Mr. Ellis was a little 
more interested in the gear than that due to his ownership of 
stock in the Waugh company. He insisted, however, that Mr. 
Ellis’ interest was no more than that of one business friend in 
another. 

In rebuttal, Mr. Haycraft insisted that the record showed 
that Mr. Ellis had referred to Armour and Company traflic and 
had used Armour traffic influence in connection with promoting 
the sale of the gears. 

The Interstate Commerce Commission in No. 22455, in the 
matter of reciprocity in purchasing and routing, has postponed 
the hearing scheduled at Hotel Gibson, Cincinnati, O., for July 
2 to July 20, before Examiner John L. Rogers. This hearing 
will be devoted principally to matters involving the New York 
Central lines. Hearing has also been announced before Exan- 
iner Rogers July 8, at Hotel Coronado, St. Louis, Mo. This 
hearing will be devoted principally to matters involving the 
Missouri Pacific, the Missouri-Kansas-Texas, Wabash and the 
St. Louis-San Francisco. 


PARCEL POST REVISION 


Joseph H. Beek, executive secretary of the National Indus- 
trial Traffic League, by means of a circular addressed to mem: 
bers, has called on them to furnish data as to the use they 
make of the parcel post tending to support the contention made 
by objectors to the increased rates proposed by the Postmaster 
General that the parcel post service is not causing a deficit as 
alleged by the Post Office Department. 

According to the circular, an investigation of the depart: 
ment’s data by accountants employed by objectors ‘gives us 
every reason to believe that, contrary to the exhibits furnished 
to the Interstate Commerce Commission by the Post Office 
Department, no deficit exists in the operation of the parcel post 
and that there is no lawful basis for increasing parcel post 
rates.” 

In order to prove that contention, the circular says, it will 
be necessary to present substantial facts to the Commission a 
the hearing which will be held shortly after September 1). 
Therefore, all members are requested promptly to supply the 
data requested on a questionnaire sent out with the circular. 

A study is to be made of parcel post covering a designated 
week. The members are requested not only to supply the data 
about the use of parcel post- but to indicate the fact whether 
the week was or was not normal because of seasonal conditions 
or things of that sort. The members are also advised that if 
any of their friends or acquaintances are users of the parcél 
post and are willing to furnish data, the League will be williné 
to furnish blanks upon which they may give the facts pertainilé 
to their use of the service. 


WESTERN CLASS RATES 
The Commission has denied the petition of the Hutchins0 
(Kan.) Chamber of Commerce and others, and of the North 
Dakota commission, for an order making the rates prescribed 
No. 17000, part 2, western trunk line class rates, effective ® 
June 15 or earlier. 
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Decisions of Interstate Commerce Commission 





SAND AND GRAVEL SCALE 


The Commission, by division 2, in a report written by Com- 
missioner Aitchison, in No. 23157, Smoot Sand & Gravel Cor- 
poration vs. B. & O. et al., has found unreasonable the rates on 
sand and gravel, from Georgetown, D. C., the railroad station 
name for the western part of the national capitol, to destina- 
tions in Maryland, Pennsylvania, and the Virginias, to the ex- 
tent they may exceed rates made in accordance with a scale 
for distances not in excess of 350 miles. New rates are to be 
established not later than September 14. 

The area to which the new rates are to apply consist, 
roughly, of that part of Maryland lying north and west of 
Washington and Baltimore, Md., the south central part of Penn- 
sylvania lying south of a line from Hanover, Pa., through Get- 
tysburg, Carlisle Junction, Shippensburg, Dunnings Creek Junc- 
tion, and Rockwood, Pa., to Connellsville, Pa., the north central 
parts of West Virginia and Virginia east and north of a line 
running south from Connellsville through Morgantown to El- 
kins, W. Va., thence north through Pierce, W. Va., to Cumber- 
land, Md., thence south to Petersburg, W. Va., and thence east 
to Strasburg, Va., and Washington. 

The scale to be used in making rates begins with a rate of 
60 cents a net ton for 15 miles and under; becomes 90 cents 
for the block between 40 and 60 miles; 110 cents for the block 
between 80 and 100 miles; 150 cents for the block between 175 
and 200 miles; 190 cents for the block between 290 and 320 
miles; and 200 cents for the last block, that between 320 and 
350 miles. Twenty cents a ton are to be added for movements 
over two or more lines. A further arbitrary of 20 cents a ton 
is to be added for movements over the Chesapeake Beach Rail- 
way. That arbitrary is to accrue to that carrier solely. 

A further finding is that the rates assailed on gravel from 
Georgetown to points on the Baltimore & Ohio east of and in- 
cluding Cumberland are and for the future -will be unduly 
prejudicial to Georgetown and complainant, and unduly pref- 
erential of Martinsburg, Security, and Stephens City, Md., and 
producers of crushed stone located at those points, to the ex- 
tent that their relationship to the interstate rates on crushed 
stone from the three preferred points named to the same desti- 
nations are less favorable to the complainant than would result 
from the uniform application on the respective commodities 
from all the points of origin to the same destinations of the 
scale of rates prescribed for application from Georgetown. 

Distances are to be computed over the shortest routes by 
existing connections for the interchange of carload traffic but 
not using the lines of more than three line-haul carriers. 


RAIL AND OCEAN COMPETITION 


Application by the Merchants’ and Miners’ Transportation 
Co. and the Florida East Coast Railway for continuing sixth 
section authority to make reductions in rates on one day’s 
notice, so as to meet the competition of carriers by ocean, has 
been denied by the Commission, division 2, in No. 24297, in re 
application of the Merchants’ and Miners’ Transportation Co. 
et al., for authority to establish rates on one day’s notice. The 
desire of the applicants was to obtain permission which would 
enable them to meet cuts in rates made by ocean carriers, on 
traffic between the United States and Cuba. The carriers by 
ocean, in respect of reductions in rates, are free to act without 
interference by any regulatory body. 


According to the report, when the applicants undertake to 
Make rates via their ocean-and-rail route, the carriers by ocean 
are able to underbid them and get the traffic. The parties to 
the ocean-rail route cannot act fast enough to keep up with 
the ocean routes. They must give notice of changes in rates, 
€ven when they have sixth section permission to make reduc- 
ions on one day’s notice. 

This application for continuing authority to make reduc- 
tions on one day’s notice was made in connection with appli- 
‘ation for authority to establish on one day’s notice specified 
reduced rates between Baltimore, Md., Philadelphia, Pa., and 
Norfolk, Va., on the one hand, and Key West, Fla., on the other, 
between which ports the steamer line maintains frequent serv- 
‘ce and takes traffic to and from Cuba carried by the Florida 

St Coast over its rail and car-float route. Authority was 
granted as to the specified rates. A hearing, an unusual pro- 
cedure, in respect of the application for sixth section permis- 


sions, was held and arguments were heard, on the part of the 
application for continuing authority. 

Commissioner Aitchison, who wrote the report, traced the 
history of that part of the sixth section authorizing the Com- 
mission to waive the thirty days’ notice required in order that 
railroads and steamships subject to the interstate commerce 
act might meet special or peculiar circumstances or conditions, 
to show that the tendency on the part of Congress was to make 
the rule of thirty days’ notice less flexible than in the begin- 
ning. The “midnight schedule,” whereby reductions were made 
for the benefit of favored shippers, he pointed out, was one of 
the evils about which the Cullom committee knew when it 
made it report leading to the enactment of legislation for the 
regulation of the railroads, their rates and practices. His con- 
clusion from the history of legislation was that Congress in- 
tended that there should be no departure from the rule, except 
for reasons of emergency. In the last ten years, he said, up- 
ward of 54,300 applications for short notice permission were 
filed and about 46,400 were granted. In disposing of the matter, 
the report said: 


To grant the application herein would be tantamount to a sur- 
render of our powers and duties as to suspension. The change would 
be effected before opportunity would be afforded to the public to 
know of the proposed change, to protest it, or for us even to take 
the necessary mechanical steps antecedent to a determination of 
whether the proposed schedules should be suspended or allowed to 
go into effect. 

The situation in which the applicants find themselves possesses 
no features of emergency. Rather is it the customary and — exist- 
ing status as between rail carriers and the ocean lines. It was brought 
to the Commission’s attention in New York Produce Exchange vs. 
New York Central & Hudson River R. Co., 3 I. C. C. 137, 184-185, 
and has ever since existed. The competitive handicap under which 
the water lines and railroads which are subject to the act are said 
to labor in competition with the unregulated ocean carriers has 
frequently been brought to the attention of Congress, which, while 
stabilizing rates of carriers subject to the interstate commerce act, 
has left ocean carriers free. This policy of Congress we are not at 
liberty to nullify as a matter of administrative discretion for the 
att purpose of reaching a result supposedly more in the public 
nterest. 

Should we grant the application there is no reason we should 
not extend the same privileges to any and every common carrier 
subject to the act which may find itself in competition with some 
carrier whose rates are not subject to regulation. The degree of 
stability in rates which the act intends to secure would be gone. 

Commissioner Tate noted a dissent. 


LOG EXPORT RATES 


The Commission, by division 3, in No. 23542, Groom-Rogers 
Timber Co., Inc., et al. vs. Alabama & Northwestern et al., has 
found unreasonable the export rates on logs from points in Ala- 
bama, Florida and Mississippi to Mobile, Ala., prescribed new 
ones to be effective not later than September 9, and awarded 
reparation. The Commission found that the single-line rates 
assailed, except from points on weak lines, had been and for 
the future would be unreasonable to the extent they exceeded 
or might exceed rates made in accordance with the scale set 
forth in the report. 


The scale begins with the rate of 3 cents for 10 miles and 
under, becomes 6.5 cents in the block between 85 and 100 miles; 
9 cents for the block between 180 and 200 miles; 11.5 cents 
for the block between 280 and 300 miles; and runs out with 
a rate of 14 cents for the block between 380 and 400 miles. 


The joint line rates, except from points on the weak lines, 
were found unreasonable to the extent they exceeded or might 
exceed the rates named in the single-line scale by more than 
2.5 cents a 100 pounds. For the weak lines the Commission 
prescribed a set of arbitraries providing the addition of 1 cent 
for 85 miles and under; 1.5 cents for distances in the block 
between 85 and 200 miles; 2 cents for the block between 200 
and 300 miles; and 2.5 cents for the block between 300 and 
400 miles. 

This decision, in a broad way, follows the decision in Gulf 
Trading Co. vs. A. & N. W., 146 I. C. C. 317, pertaining to ex- 
port rates on logs, from points in Alabama, Florida and Mis- 
sissippi to Mobile, wherein the Commission mentioned short 
and weak lines for which provision was made by means of 
arbitraries. In this report the Commission said the evidence 
was not materially different from that in the case mentioned, 
and that different conclusions were not warranted. The car- 
riers recognized as weak lines were the Alabama & North West- 
ern; Alabama, Tennessee & Northern; Ashland Railway Co.; 
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Bonhommie & Hattiesburg Southern; Gulf, Mobile & Northern; 
Meridian & Bigbee River, and Mississippi Southern. 

Commissioner Lee, dissenting in part, said that while the 
adjustment prescribed was an improvement over the assailed 
rates, he was not convinced that the existing rates were in 
excess of maximum reasonable ones. He also disagreed in 
the matter of reparation, pointing out that both increases and 
reductions would result from the decision. 


HOCH-SMITH PETROLEUM 


The Commission, in a supplemental report in No. 17000, part 
4-A, Hoch-Smith rates on refined petroleum products, from, to, 
and between points in the southwest and cases joined in the 
original report, written by Commissioner Lewis, has granted the 
petition of the carriers for a modification of the prior report, 
171 I. C. C. 381, so as to enable them, more readily, to meet 
competitive conditions. The carriers are authorized to depart 
from a modified scale prescribed in this report to meet the com- 
petition of motor trucks or pipe lines on condition that they 
accompany a. tariff intended for that purpose with a statement 
showing the facts in connection with a proposed reduced rate. 

The scale proposed by the carriers, and approved by the 
Commission with a few modifications, starts with an initial rate 
of 9 cents instead of 11 cents for the initial block and remains 
two cents under the rates in all blocks up to the one between 
180 and 200 miles. The proposed scale also provided for a rate 
of 57 cents, instead of 60 cents for the block between 975 and 
1,000 miles. The Commission, however, modified the proposed 
scale so as to have a rate of 58 cents for the block between 970 
and 1,000 miles. Temporary relief from the provisions of the 
fourth section is granted in fourth section order No. 10614, sub- 
ject to the customary six months rule for the filing of applica- 
tions in accordance with fourth section order No. 8900. 


One hundred and twenty days from the date of the service 
of this report are allowed the carriers in which to revise their 
rates. The former report, before this supplemental report was 
made, had been modified so as to become effective October 15. 
The original thought was that the rates should become effective 
June 15. 

Findings in some of the complaint cases joined with the 
general case were revised in Nos. 18393 and 21080. Prayers for 
modifications in Nos. 17498, 18576 and 21690 were denied. No. 
22071 was held open for further consideration or further hearing, 
as the Commission may determine, in respect of rates to destina- 
tions on the Burlington in Kansas. The findings in the title 
proceeding follow: 


We believe that the rights of all parties will be sufficiently safe- 
guarded if respondents, in publishing any such rate lower than the 
basic scale, indicate in the tariff that the rate is designed to meet the 
competition of motor trucks or pipe lines, as the case may be, and 
accompany the tariff with a statement showing the facts in connection 
with such proposed rate. This statement should show that all inter- 
ested parties have, so far as practical, been advised of the proposed 
reduction, and that after consideration of the facts presented, the line 
or lines participating in such reduced rate believe that the reduction 
is reasonably necessary and that no unlawfulness will result. Tariffs 
filed under this authority will be subject to suspension and investiga- 
tion upon protest of interested parties or upon our own motion, and 
if the rates are permitted to become effective they may be made the 
subject of formal complaint. We shall retain such control over these 
rates as will enforce our findings and at the same time permit respond- 
ents to make reductions where the circumstances and the facts shown 
warrant them. 

We find that rates made on the basis of the scale set forth in 
Appendix II hereto will be reasonable for application on the traffic 
embraced in this proceeding, except to the gateways, and with the 
further exception that the rates to destinations intermediate to and 
in the direction of the St. Louis and Kansas City and Mississippi River 
gateways shall be subject to the following as maxima: 

(a) From points within 550 miles of St. Louis and 340 miles of 
Kansas City, respectively, the rates prescribed to those gateways in 
the Midcontinent case; and from the more distant refining points, 
rates determined in each instance by adding to the rate prescribed 
from Group 3, 75 per cent of the difference between the rate under the 
Appendix II scale from the more distant point, and the rate under 
the scale for 550 and 340 miles, as the case may be. 

(b) From the Amarillo, Colorado-Big Spring, Pecos, and El Paso, 
Tex., groups to destinations in the direction of and intermediate to 
Memphis, rates 3 cents higher than the rates prescribed from those 
origins to Memphis in No. 17000, part 4. 

(c) From the Amarillo, Pecos and El Paso groups to destinations 
in the direction of and intermediate to Vicksburg and Natchez, Miss., 
rates made 1 cent higher from Amarillo and 2 cents higher from Pecos 
and El Paso than the rates prescribed from those origins to Vicksburg 
and Natchez in No. 17000, part 4. 

(d) From all other refining points to destinations in the direction 
of and intermediate to Memphis, Vicksburg, and Natchez, and from 
all refining points to destinations in the direction of and intermediate 
to New Orleans and Baton Rouge, La., the rates prescribed from those 
origins to those gateways in No. 17000, part 4. 

We further find that the existing undue prejudice and undue pref- 
erence in connection with the interstate rates on this traffic should 
be removed by establishing, for the respective distances, rates which 
bear substantially the same percentage relationship to each other as 
is borne by the rates for corresponding distances under the scale 
herein approved, except where it may be necessary to establish dif- 
ferent relationships in order to maintain just relationships to the 
aforesaid rates to destinations intermediate to the gateways; provided 
further that respondents may establish without regard to this pro- 
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vision, upon strict observance of the requirements above set forth 
rates not less than 75 per cent of the scale herein approved, to mee} 
competition of motor trucks and pipe lines carrying refined petroleus 
products, where the conditions warrant. Finding No. 2 of the original 
report is modified accordingly. An appropriate fourth section pr oe 
will be entered granting such temporary fourth section relief as pod 
be necessary to permit the establishment of the adjustment prescribed 
or approved in this proceeding, pending hearing and final dispositio 
of respondents’ application for permanent relief. 7 


Commissioner Eastman, concurring in part, said that the 
southwestern carriers, in this further proceeding, were going part 
of the way he suggested in comments in a separate expression 
in Petroleum and Its Products, 171 I. C. C. 286. While he sti 
believed that it would be wiser for them to go all the way, the 
question now was as to what was proposed was lawful, rather 
than whether it was wise. His prior comments related to fourth 
section relief notwithstanding the denial of such relief in iq. 
continent Oil Rates, 1925, 112 I. C. C. 421 and 132 I. C. ©, 193 
The situation, he said, could be cured by a rescinding of the 
order in that case. Until that was done, he said, he could not 
approve the fourth section relief granted in connection with 
this report. 

Commissioner Farrell, concurring, said he could not under. 
stand how the Commission could exercise such jurisdiction as 
was used in this proceeding. Commissioner Lee also objected 
to the fourth section relief. Commissioner Aitchison and Chair. 
man Brainerd did not participate in the disposition of these 
cases. 

Commissioner Mahaffie, dissenting, said that he thought at 
the time the original report was made the Commission had pre. 
scribed a basis of less than reasonable maximum rates. The 
majority, he said, now reduced that basis, with no further or 
other evidence than it had in the first report, on account of 
representations of potential or actual competition with other 
forms of transportation. On that point, he said: 


Making rates to meet the competition of other transportation 
agencies is, as I see it, not our job. We should, ina proceeding of 
this character, prescribe maximum reasonable rates and leave to the 
carriers the determination as to whether they will publish lower rates 
be eg such competition as they consider it desirable to attempt 

meet. 


PORT STORAGE AND DOCKAGE 


The Commission, by a vote of six to five, in No. 12681, 
charges for wharfage, handling, storing, and other accessorial 
services at Atlantic and Gulf ports, on further argument, opinion 
No. 16800, 174 I. C. C. 263-72, has affirmed the former findings 
that the evidence was insufficient to show that the transit stor- 
age charges on export, import, coastwise, and intercoastal traffic 
imposed a burden on other traffic or was otherwise unlawful and 
that the failure to make dockage charges against steamships did 
not violate the Elkins act. The proceeding has been discon- 
= The prior reports are in 93 I. C. C. 609, and 1571. C. C. 

Four commissioners joined in a dissent written by Commis- 
sioner Eastman. In the estimation of the latter the report of 
the majority dealt inadequately with the two matters under con- 
sideration and without a clear understanding of the issues in- 
volved. Commissioners McManamy, Porter, Tate and Mahaffie 
joined in that dissent. 

This proceeding was reopened upon petition of the Ameri- 
can Warehousemen’s Association for further argument on the 
issues of storage and dockage charges. The storage charges are 
those assessed by the railroads after the expiration of free time, 
for storage which they furnish as involuntary warehousemen for 
shippers. The dockage charges are those which, but for the 
practices of the railroads owning water front faciilties, would 
be imposed upon the ships using the water front properties. 

Among the points made by the warehousemen and dealt 
with in the report was that the railroads did not assume to 
provide or to assume the obligation to provide storage for all in 
that their tariffs said that “these lines ... have no obligation 
to provide ... storage ...for property which has not beet 
transported or is intended to be transported to and from the 
ports over their lines.” The report said that answers to 
categorical questions addressed to counsel at the argument 
indicated that the traffic upon which an alleged burden was 
cast by the cost of the storage given by the railroads was the 
export, import and coastwise traffic not stored. In answer to 
that the Commission said the line-haul rates were not involved 
in the present proceeding and that there was no evidence to 
show that they were insufficient to cover the storage even if that 
storage was performed free. 

As to dockage the Commission said there was no evidence 
that the steamships were shippers either directly or indirectly, 
of the freight which they brought to the ports, although upo? 
facts different from those shown it might develop that a dock- 
age charge against steamships would result in an increas 
cargo rate which the shippers might be required to pay. The 
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report said there were no facts shown of record that would 
warrant such a conclusion, 

Commissioner Eastman pointed out that the Commission 
itself had initiated this proceeding and that the burden was upon 
tt to obtain evidence adequate for the purpose of the investiga- 
tion. He said the two reports in this proceeding indicated that 
the majority viewed the investigation much as if it were a com- 
plaint proceeding, with the burden of producing an adequate 
record not upon the Commission but upon any who happened 
10 be dissatisfied with the situation. He called attention to the 
fact that the American Warehousemen’s Association, in its peti- 
tion for reargument and reconsideration, said that if it was the 
view of the Commission that more detailed evidence was desir- 
able, then it desired leave to present it. 

“Until now,” said the warehousemen, “this petitioner has 
conformed to the early announcement that only principles would 
be dealt with and not detailed evidence.” 

Commissioner Eastman deemed the matters involved in this 
proceeding particularly important at the present time on account 
of the financial situation of the carriers. As to storage charges, 
he said: 

When those who need it are accorded storage, directly or indi- 
rectly, by a railroad at a charge below the reasonable market 
evel for similar storage by warehousemen having no railroad affilia- 
tions, it needs no argument to prove that those shippers are being 


given a “concession” the effect of which is transportation ‘‘at a less 
rate than that named in the tariffs.’’ 


That the absence of dockage charges resulted in violation of 
the Elkins act, Mr. Eastman said, was not so clear as the fact 
that inadequate storage charges so resulted. He said he pre- 
ferred to consider the dockage issue from the standpoint of 
economical and efficient management. The fact that no dockage 
was charged he said manifestly demanded explanation and that 
no explanation had been made. Referring to the financial sit- 
ation of the carriers, he said: 


In the present financial situation of the railroads, I submit that 
this general practice on the port of the railroads of providing a 
aluable service for nothing is a practice which merits thorough and 
and exhaustive investigation, such as it clearly has not as yet had on 
this record. If such an inquiry is made, I also venture the predic- 


tion that it will be found that the absence of charges for this serv- 
eis a result of competition; that no carrier now benefits from the 
practice, since it has become uniform; that on the contrary it is a 
urden to them all; and that it is quite practicable, if they all 


agree, to eliminate this burden and secure substantial revenue from 
the service, 


AUTOMOBILES TO SALT LAKE CITY 


With Commissioner Mahaffie dissenting, the Commission, by 
division 4, in No. 23496, Covey-Ballard Motor Co. vs. Alton & 
Southern et al., in a report written by Commissioner Porter, 
has prescribed reduced rates and lowered minima on passenger 
altomobiles and parts from points in Wisconsin, Michigan and 
Indiana to Salt Lake City, Utah, operative not later than Sep- 
tember 18. Existing rates and minima are found unreasonable. 
Reparation is awarded. This report also embraces a sub-num- 
ber, Hyland Motor Co. vs. A. T. & S.F.et al. Rates and minimum 
weights were assailed as unreasonable and unduly prejudicial 
ftom Racine Junction, Milwaukee and Kenosha, Wis., Detroit, 
Mich, and Auburn and Connersville, Ind., to Salt Lake City. 
Because the allegations of undue prejudice, according to the 
leport, Was practically abandoned at the hearing and no ref- 
‘rence Was made to it on brief, the Commission did not treat 
tin the report beyond mentioning the facts just recited. 

The report found that for the future the rates and charges 
assailed would be unreasonable to the extent that they might 
exceed $3.50 a 100 pounds from Racine Junction, Milwaukee and 
Aenosha, and $3.69 a 100 pounds from Detroit, Auburn and 
Connersville, minimum weights 10,000 pounds for cars 41 feet 
‘inches or less (inside measurement) in length, and 12,000 
pounds for cars over 41 feet 6 inches to and including 51 feet 
‘tside measurement) in length. 

_The present rates and charges assailed, the Commission 
‘aid, Were and are unreasonable to the extent that they ex- 
ceeded or exceeed $3.75 a 100 pounds from the Wisconsin points 
‘id $3.975 from the Michigan and Indiana points, minimum 
‘eights the same as those found reasonable for the future. 
Reparation was awarded to the last mentioned basis. 

: In summing up the case Commissioner Porter said that 
sonable rates from Racine Junction and Detroit to Salt Lake 
“lly should not exceed reasonable first class rates from and to 
the Same points. Automobiles, in western classification, are 
rated first class. He said it was evident, therefore, that the 
“sonable rates on this traffic for the future must not exceed 
rales constructed on the basis of the reasonable first class rates 
dd ee Junction and Detroit to Cheyenne, Wyo., plus the 
mee tional amount which the transportation conditions in inter- 
“ untain territory thence to Salt Lake City warrant. The 
‘port said that from Cheyenne to Salt Lake City the conditions 
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appeared to be no more favorable than they were in Texas and 
Oklahoma differential territory, in which the Commission al- 
lowed the addition of 20 per cent to the rates prescribed for 
the rest of the southwest in the southwestern revision. 

Upon those bases the Commission constructed rates by 
using the first class rates prescribed in Western Trunk Line 
Class Rates, 164 I. C. C. 1, from Racine Junction and Detroit 
to Zone III points in the western class rate revision and adding 
20 per cent to the Zone III scale for the haul from Cheyenne 
to Salt Lake City. 

In view of the fact that the rates for the future were based 
in a large part upon a general revision producing both increases 
and reductions, the Commission devised a reparation base rea- 
sonable, the report said, when compared with the general level 
of rates contemporaneously maintained on automobiles from 
the same and other points of origin to destinations in mountain- 
Pacific territory. 

Commissioner Mahaffie, dissenting said he found no ade- 
quate support in the record for the conclusion of the majority 
that the class rate between Cheyenne and Salt Lake City should 
be no higher than in Texas differential territory. In his opin- 
ion the conclusion on that point was drawn prematurely and 
from inadequate premises and would serve only to make more 
difficult the final determination of the problem of what class 
rates should be in intermountain territory. 

The dissenting commissioner said he failed to follow the 
reasoning by which it was concluded that the user of a 36-foot 
car should pay on a 10,000-pound minimum while the shipper 
fortunate enough to obtain a 50-foot car, 40 per cent longer and 
of 80 per cent greater cubical capacity, was given a 12,000- 


pound minimum. Further, in connection with the minimum 
weights, he said: 

But aside from the opportunities for unfair and discriminatory 
treatment of shippers in the furnishing of cars which are created 
by the revised minimum weights, the point which the majority 
overlook, in my opinion, is that in dealing with such light freight 
as this the minimum weight is inseparable from the rate, and when 
the minimum weights are required to be reduced, the case for the 
prescription of first-class rates wholly fails. This record does not 
convince me that the minimum weights for passenger automobiles 
need reduction, and the apparently general acquiescence by the auto- 
mobile industry in the present minimum weights suggests the con- 
trary; but if the necessity for reduced minimum weights were ade- 
quately demonstrated it would be imperative, in my judgment, to 
authorize a compensating increase in the hundred-pound rates to 
avoid needless impairment of the carriers’ revenues for the trans- 


portation of this peculiarly high grade traffic. 


COMMISSION REPORTS 


Cincinnati Switching 
No. 22512, D. H. Willey Lumber Co. et al. vs. C. & O. et al. 
By division 2. Dismissed. Failure of Chesapeake & Ohio to 
include complainants’ plants at Cheviot Station within the 
switching limits of Cincinnati, O., neither unjustly discriminatory 
nor unduly prejudicial. 
Soya Beans 


No. 22578, Chambers Seed Co. et al. vs. B. & O. et al. By 
division 4. Dismissed. Rates, soy, soja or soya beans, in bulk 
or in bags, carloads, Milford, Bridgeville, Seaford, Georgetown, 
Lewes and Stockley, Del., and Norfolk, Va., to Louisville, Ky., 
and New Albany, Ind., not unreasonable. 


Brick 

No. 22509, Brick Manufacturers’ Association et al. vs. C. 
of N. J. et al. By division 4. Rates, brick, points in Pennsyl- 
vania and New Jersey to New York, N. Y., unreasonable, to the 
extent they exceed: From Fieldsboro, $2.15 a net ton; wen 
brook, and Maple Shade, $2.45; Perkiomen Junction, $2.60; 
Oakland and Reading, $2.75; Shoemakersville, $2.90, and Berlin 
Junction, $3.35. Rate from Harrisburg, not unreasonable. New 
rates to be established not later than September 14. Repara- 
tion awarded. 

Iron and Steel 


No. 23148, Albertson & Co., Inc., et al. vs. A. C. & Y. et al., 
and No. 23628, Wyeth Hardware & Manufacturing Co. et al. vs. 
A. T. & S. F. et al. By division 4. Dismissed. Rates, iron and 
steel articles, Duluth and Steelton, Minn., and points on and east 
of the Mississippi River, to points in Minnesota, Iowa, Missouri, 
Kansas, Nebraska, the Dakotas, Wyoming, Colorado and Texas 
found applicable. The cases involved interpretation of the tariffs 
and the application of the intermediate rule. 


Mill Warmers, Etc., Reparation 


No. 17640, Wrought Washer Manufacturing Co. vs. Pere 
Marquette et al. By division 3. On further hearing, shipments 
on which complainants are entitled to reparation on iron and 
steel articles, mill warmers, crop ends, fish tails, etc., from and 
to points in official territory, under the findings in 159 I. C. C. 
75, determined and reparation awarded to Wrought Washer 
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Manufacturing Co., C. Hager & Sons Hinge Manufacturing Co. 
and Wilkoff Co. This report also embraces No. 20934, Globe 
Machine & Stamping Co. vs. B. & O. et al.; No. 20784, Wilkoff 
Co. vs. A. & B. B. et al.; No. 20205, C. Hager & Sons Hinge 
Manufacturing Co. vs. A. T. & S. F. et al.; No 20639, Watson 
Brothers Steel Co. et al. vs. N. Y. C. et al.; two sub-numbers, 
Bettcher Stamping & Manufacturing Co. et al. vs. C. C. C. & 
St. L. et al., and E. P. Bartlett & Co. et al. vs. N. Y. C. et al.; 
No. 20848, Merwin Manufacturing Co. vs. B. & O. et al., and 
No. 21344, Morse Rogers Steel Co. et al. vs. N. Y. C. et al. 
Roofing Slate 


No. 22967, Arvonia-Buckingham Slate Co., Inc., et al. vs. 
A. & R. et al. By division 2. Dismissed. Rates, roofing slate, 
Arvonia, Pa., to destinations in southern territory, not unrea- 
sonable or otherwise unlawful. 


Glass Milk Bottles 
No. 23154, Thatcher Manufacturing Co. vs. A. C. L. et al. 
By division 4. Rate, glass milk bottles, carloads, Elmira, N. Y., 
to Orlando, Fla., unreasonable to the extent it exceeded 98.5 
cents. Reparation of $48.11 awarded. 


Petroleum Products 

No. 23551, Standard Oil Co. (Kentucky) vs. G. & F. et al., 
and a sub-number, Sinclair Refining Co. vs. A. C. L. et al. By 
division 3. Dismissed. Rates, petroleum, gasoline, refined oil 
and fuel oil, tank cars, Jacksonville, Fla., to Nashville, Ga., not 
unreasonable in the past. Chairman Brainerd dissented, point- 
ing out that the rates here assailed were higher than those 
condemned in Petroleum and Its Products, 171 I. C. C. 286, as 
being unreasonable. 


PROPOSED REPORTS 


Printed Wax Wrappers 


No. 23193, Saniwax Paper Co. vs. Ann Arbor et al. By Ex- 
aminer J. O. Cassidy. Rates, printed waxed paper wrappers, 
less-than-carloads, Kalamazoo, Mich., to points in official and 
western classification territories prior to January 30, 1930, un- 
reasonable to the extent that the commodity in question was 
rate in excess of third class. Proposed that waiver of under- 
charges be authorized. 

Carbon Black 

No. 28733, Blue Ridge Talc Co. vs. A. & L. M. et al. By 
Examiner Leland F. James. Rates, carbon black, points in 
northeastern Louisiana to Henry, Va., not unduly prejudicial but 
unreasonable to the extent they exceeded or may exceed $1.03. 
New rate and reparation proposed. 


Steel Tanks, K. D., and Wire 
No. 24101, Skelly Oil Co. vs. C. R. I. & P. et al. By Examiner 
L. J. P. Fichthorn. Rates, steel tanks, K. D., carloads, seminole 
and Kellyville, Okla., to Pyote, Tex., and rate, fence wire with 
posts and fittings, carloads, Burkburnett, Tex., to El Dorado, 
Kan., unreasonable to the extent they exceeded 84, 85 and 78 
cents, respectively. Reparation of $198.30 proposed. 


Class and Grain Rates 


No. 23918, Bonlee & Western Railway Co. vs. Atlantic & 
Yadkin et al. By Examiner W. R. Brennan. Proposed that the 
Commission find failure of defendants to establish joint through 
class rates and through routes and joint rates on grain and grain 
products, to, and/or, from points in Virginia, West Virginia, 
Maryland, District of Columbia, Pennsylvania, New Jersey, New 
York, Ohio, Connecticut, Rhode Island, Maine, Massachusetts, 
New Hampshire and Vermont, on the one hand and points on 
the Bonlee & Western, on the other, unreasonable and in viola- 
tion of section 15 of the interstate commerce act. 


Common Brick 


No. 24152, O. W. Ketcham vs. Pennsylvania et al. By Ex- 
aminer Roy F. McKee. Rate charged, six carloads of common 
brick, Lancaster, Pa., to Napanoch, N. Y., unreasonable to ex- 
tent it exceeded or may exceed $3.50 a net ton, minimum 60,000 
pounds. New rate and reparation of $354.30 proposed. 


Radio Cabinets with Speakers 

No. 24243, Associated Cabinet Manufacturers’ Corporation 
vs. Lehigh Valley et al. By Examiner Roy E. McKee. Basis of 
charges applicable under official classification, carload shipments 
of radio cabinets with loud speakers installed, Cadillac, Mich., 
to New York, N. Y., unreasonable to the extent it exceeded sec- 
ond class, minimum 12,000 pounds, subject to rule 34. Repara- 
tion proposed. 

Strawberries 

No. 24198, H. Chesky & Son vs. A. C. L. et aal. By Exam- 

iner Harold M. Brown. Rates, strawberries, Chadbourn, Mount 


The Traffic World 


Vol. XLVII, No, 95 


Tabor, and Wallace, N. C., to Hartford, Conn., inapplicable. Ap- 
plicable rate $1.51 from Wallace; $1.735 from Mount Tabor, and 
$1.63 from Chadbourn. Reparation proposed. 


Crude Rubber 


No. 23974, McClaren Rubber Co. vs. Eastern Steamship 
Lines, Inc., et al. By Examiner Kenneth J. McAuliffe. Water 
and rail rate, crude rubber, carloads, New York, N. Y., to Char. 
lotte, N. C., unreasonable in the past to the extent it exceeded 
68.5 cents. Present rate not unreasonable. Reparation pro- 
posed. 

Coiled Hot-Rolled Steel 


No. 23891, J. D. Crosby Co. vs. Pennsylvania et al. By kx. 
aminer A. J. Sullivan. Dismissal proposed. Rates, coiled hot. 
rolled steel, points in Ohio, Pennsylvania, West Virginia, and 
New York to Pawtucket, R. I., not unreasonable or otherwise 
unlawful. 

c Glauber Salts 


No. 23981, North Carolina Hosiery Manufacturers’ Traffic 
Association vs. B. & M. et al. By Examiner Harris Fleming. 
Dismissal proposed. Rail-water-and-rail rate, glauber salts, car. 
loads, Marcus Hook, Pa., to Burlington, N. C., not unreasonable. 


Grain Transit Rules and Rates 


No. 23901, Oklahoma Millers’ Association vs. A. T. & SF 
et al. By Examiner J. H. Smith. Dismissal proposed. Rates 
and transit rules maintained in connection therewith, grain, 
points in Texas and Oklahoma milled in transit at points ip 
Oklahoma, and forwarded therefrom as grain produtcs to des. 
tinations in Texas, not unreasonable. 


Petroleum Lubricating Oil 


No. 24126, Quaker State Oil Refining Co. of California vs. 
Pacific Electric et al. By Examiner T. Naftalin. Dismissal 
proposed. Rate, petroleum lubricating oil, points in Pennsyl. 
vania and West Virginia to destinations in California and Ne- 
vada, not unreasonable or unduly prejudicial. 


Butter, Eggs and Dressed Poultry 


No. 24200, Hoerman Packing Co. vs. M. P. et al. By Ex- 
aminer E. L. Glenn. Dismissal proposed. Rates, butter, eggs 
and dressed poultry, straight or mixed carloads, Linn, Kan., to 
New York, N. Y., not unreasonable or otherwise unlawful. 


Coal 

No. 23943, Canton Electric Light & Water Works et al. vs. 
Alabama Central et al., and a sub-number, Pat Bradley, et al. 
vs. Same. By Examiner H. W. Archer. Dismissal proposed. 
Rates, coal, mines in Alabama and western Kentucky to Can- 
ton, Miss., and from Alabama mines to Aberdeen, Miss., not 
unreasonable. 

Grain Demurrage 


No. 23853, Crown Mills vs. S. P. & S. et al. By Examiner 
E. A. Burslem. Demurrage charges collected for detention of 
many cars of grain at Portland, Ore., between January 1, 1925, 
and February 15, 1928, inapplicable in some instances. Exam- 
iner recommended that all cars here considered be found e2- 
titled, upon arrival at destination, to 24 hours’ free time for 
inspection, including a reconsignment; that upon the expiration 
of the free time all cars unloaded at Portland by the complain- 
ant were entitled to 48 hours’ free time, and that demurrage 
charges accrued as provided by the average agreement prov! 
sions; on all other cars demurrage accrued under the straight 
demurrage plan; and that a reconsignment charge of $2.25 a 
car was applicable, but only to such cars as were reconsigned. 
Reparation proposed. 


Dried Peas and Beans 


No. 23350, Public Utilities Commission of the State of 
Idaho vs. Oregon Short Line et al. By Examiner Robert S$. 
Simons. Rates, dried peas and beans, points in Idaho on the 
Oregon Short Line to destinations west of the eastern shore 
of Lake Michigan, including points in northern Michigan, the 
eastern boundaries of Indiana and Kentucky, the western 
boundary of Tennessee, and the eastern boundary of Missis- 
sippi, not unreasonable but unduly prejudicial with exception 
of intermountain and Pacific coast territories to the extent 
that the rates from origins in Idaho on the Oregon Short Line 
exceed the rates from Colorado origins to the same destinations 
by more than the amounts that the rates on potatoes from the 
same Idaho origins exceed the rates on potatoes from the same 
Colorado origins to the same destinations. 


STATUS OF BRIDGE COMPANIES 
The Commission, in No. 24335, in the matter of the appli 
cation of certain provisions of the interstate commerce act to 
bridge companies, has found that the provisions of the act 
lating to the determination and disposition of excess n¢ét rai 
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way operating income and to the issuance of securities do not 
apply to the Keokuk & Hamilton Bridge Co. and the Atchison 
& Eastern Bridge Co. Therefore this proceeding, initiated by 
the Commission, has been discontinued in so far as they are 
concerned. Fifteen bridge companies were made respondents 
in this proceeding. The other respondents are to be dealt with 
hereafter by supplemental report. 

While the bridges are used by railroads the Commission 
found that there was no community of interest between the 
railroads and the bridge companies and that the latter per- 
formed no railroad services. The Wabash and the Toledo, Pe- 
oria & Western use the Keokuk & Hamilton in crossing the 
Mississippi at Keokuk, Ia. The bridge company has been mak- 
ing reports to the Commission, its accounts being kept as if it 
really had railway operating income and joint facility rent in- 
come. It was classed among the switching and terminal com- 
panies. In the years from 1920 to 1929 the company, according 
to the report, reported deficits in its net income but in 1930 it 
showed a net income of $11,000. 

Facts about the Atchison & Eastern similar to those per- 
taining to the Keokuk & Hamilton were reported, except that 
it had paid dividends regularly, its dividend rate in the past 
eleven years having averaged 11.2 per cent. That bridge is 
used by the Santa Fe, Missouri Pacific, Rock Island and Bur- 
lington in crossing the Missouri River at Atchison. The rail- 
roads pay tolls or fixed rentals for the use of the bridges. 


NEW JERSEY ABANDONMENT 


The West Jersey & Seashore Railroad Company, in Finance 
No. 8716, has been authorized by the Commission, division 4, to 
abandon that part of the Medford branch of the West Jersey 
extending from a point approximately one mile east of the con- 
nection of the main line of the Pennsylvania Railroad at Had- 
donfield, to substantially a point of connection with the Mount 
Holley & Medford branch of the Camden & Burlington County 
railway at Medford, approximately 11 miles, in Camden and Bur- 
lington counties, N. J. The Pennsylvania, lessee, was authorized 
to abandon operation of the line. 

The Commission said it was represented that the develop- 
ment of transportation by motor busses and trucks over the 
excellent highways provided in the territory served by the 
branch resulted in a gradual decrease in rail traffic to the point 
where the passenger traffic no longer justified operation of pas- 
senger-train service, which was discontinued in September, 1927, 
and that freight traffic had shown similar tendencies to the ex- 
tent that it had become insufficient to sustain the expense of 
operating the branch. No objection to the granting of the appli- 
cation was presented to the Commission. It was stated that 
about one mile of the branch at the Haddonfield end would be 
retained as an industrial siding, and that the state highway 
department of New Jersey had expressed its willingness to 
utilize about five miles of the right of way between Medford 
and Marlton for the construction of an extension to its present 
highway system. 


WISCONSIN ABANDONMENT 


The Minneapolis, St. Paul & Sault Ste. Marie Railway Com- 
pany has been authorized by the Commission, division 4, in 
Finance No. 8786, to abandon its so-called Knox branch extend- 
ing from Brantwood to Knox Mills, approximately 4.89 miles, 
in Price county, Wis. The branch was constructed in 1890 for 
the purpose of transporting logs and timber. The timber sup- 
bly has become exhausted. The Commission said the farmers 
trucked their produce to Brantwood and apparently had no use 
for rail transportation facilities. No objection to abandonment 
was made. 


KENTUCKY LINE ABANDONMENT 


_ The Brooksville & Ohio River Railroad Company, in Finance 
No. 8774, has been authorized by the Commission, division 4, to 
abandon, as to interstate and foreign commerce, its 10-mile line 
of railroad from Brooksville to Wellsburg, Ky. The report said 
it Was represented that the volume of traffic of the line had de- 
Creased because of the construction of state highways and in- 
creasing bus and truck competition. The Commission said truck 
and bus lines were now operating through the territory served 
by the applicant’s line, giving prompt and efficient service at 
lower cost than that of applicant. No objection to granting of 
the application was made. 


P. & A. ABANDONMENT 


The Commission, by division 4, in Finance No. 8117, Penn- 
sylvania & Atlantic Railroad Co. abandonment, disposing of an 
application for permission to abandon its Island Heights branch, 
ot Ocean county, N. J., about 1.2 miles long, has proposed dis- 
Continuance of operation in accordance with a suggestion of 
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the New Jersey commission. That suggestion provided for a 
substitute service to the summer resort served by the branch 
in a test period including this summer season. The Commission 
said that should the applicant elect to apply the test opportunity 
would be given the interested parties to present further evi- 
dence to determine whether the discontinuance should be made 
permanent. It said that the applicant should keep the branch 
intact in the experimental period and until its further order. 


WABASH BONDS AND NOTES 


In Finance No. 8853, Wabash Railway Company bonds, the 
Commission, by division 4, has authorized the carrier to issue 
not exceeding $368,909.23 of first lien 50-year 4 per cent ter- 
minal gold bonds to be pledged and repledged as collateral 
security for short-term notes. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 8808, authorizing the Kentucky & 
Indiana Terminal Railroad Company to procure the authentication 
and delivery of not exceeding $851,000 of first-mortgage 4% per cent 
gold — in reimbursement for capital expenditures heretofore made, 
approved. 

Report and order in F. D. No. 8797, authorizing acquisition by 
the Bell Telephone Company of Pennsylvania of certain properties of 
the Leatherwood Telephone Company and by the latter of certain 
properties of the former, approved. 

Report and order in F. D. No. 8833, authorizing the acquisition 
by Chicago, Rock Island & Pacific Railway Company of control, by 
lease, of a line of railroad of the St. Paul & Kansas City Short Line 
Railroad Company, approved. 

Report and order in F. D. No. 8840, authorizing the Charleston 
& Western Carolina Ry. Co. to procure the authentication and de- 
livery of $53,000 of first consolidated mortgage series B 50-year 
— gold bonds in reimbursement for capital expenditures, ap- 
proved. 

Report and order in F. D. No. 8856, authorizing the Western Mary- 
land Railway Company to issue not exceeding $3,341,000 of first and 
refunding mortgage 5% per cent gold bonds, series AA, and $1,659,000 
of first and refunding mortgage 5 per cent gold bonds, series A, said 
bonds or any part thereof to be pledged and repledged from time to 
time to and including June 30, 1933, as collateral security for any note 
or notes which the applicant may issue within the limitations of 
section 20A (9) of the interstate commerce act, approved. 


FINANCE APPLICATIONS 


Finance No. 8873. San Antonio & Aransas Pass Railway Co. and 
Texas & New Orleans Railroad Co. ask authority to abandon a line 
extending from Gonzales to Luling, Tex., about 19 miles, and in lieu 
thereof to take trackage rights over the tracks of the Galveston, 
Harrisburg & San Antonio Railway Co. from Gonzales via Hardwood 
to Luling, a distance of about 21 miles, in order that in the event 
of the existing lease of its properties to and the operation of same 
by the Texas & New Orleans shall terminate, the San Antonio & 
Aransas Pass will still be able to maintain a continuity of its opera- 
tions from Gonzales through Luling to Lockhart, Tex.. 

Finance No. 8874. Galveston, Harrisburg & San Antonio Rail- 
way Co. and Texas & New Orleans Railroad Co. ask authority to 
abandon a line from Van Vleck to Hawkinsville, Tex., approximately 
17 miles, due to automobile competition. 

Finance No. 6613. Supplemental application of Michigan Central 
Railroad Co. and New York Central Railroad Co. for authority to 
acquire continued control under a supplemental lease agreement of 
the railroad and property of the Detroit Manufacturers’ Railroad. 

Finance No. 8872. Chicago, Rock Island & Pacific Railway Co. 
asks authority to abandon use of freight and passenger terminal 
facilities and appurtenances of the New Orleans, Texas & Mexico 
Railroad Co. in Eunice, La.; to construct an extension of line at 
Eunice to connect applicant’s line with Texas & New Orleans’ line, 
and to extend its line by means of a trackage contract covering the 
use of certain freight and passenger terminal facilities of the Texas 
& New Orleans at Eunice, to improve facilities for handling of traf- 
fic. 

Finance No. 8875. Chicago & Illinois Midland Railway Co. asks 
authority to issue 20 equipment trust notes, bearing 4% per cent in- 
terest, aggregating $312,000, to the Lima Locomotive Works in con- 
nection with acquisition of 5 locomotives. 

Finance No. 7°40. Western Pacific Railroad Co. asks amendment 
of certificate authorizing construction of line between Keddie and 
Bieber, Calif., so as to permit it to make effective arrangement with 
Southern Pacific for use of its tracks at and near Westwood, Calif., 
for a distance of 5.27 miles, in lieu of construction of tracks for that 
part of the new line. 

Finance No. 8876. Georgia Southwestern & Gulf Railroad Co. 
asks authority to issue $30,000 of short term notes. 

Finance No. 8877. Fairport, Painesville & Eastern Railroad Co. 
asks authority to change its present outstanding common stock of 
par value of $100 a share into five shares of no par value common 
stock for each $100 par value outstanding share. The company said it 
had 4,335 shares outstanding and that it proposed to issue therefor 
21,675 shares of no par value to the end that it might market its 
stock at smaller unit prices. 

Finance No. 6207. Second supplemental application of Fairport, 
Painesville & Eastern Railroad Co. for authority to apply proceeds 
from security issues to extension of its line to Harpersfield, O., shale 
beds. 


EXCESS INCOME REPORTS | 
Finance No. 3978, excess income of Warren & Ouachita Valley 


Railway Co. By Examiner J. V. Walsh. Recommends Commis- 
sion find carrier has recapturable excess income of $16,402.48 for 
1921, 1922, 1923, 1925 and 1926. No excess for 1930 and 1924. 
Values found range from $270,000 to $310,000. 

Finance No. 3628, excess income of Bath & Hammondsport 
Railroad Co. Tentative determination by Commission, division 
1, that carrier has recapturable excess income of $4,873.63 for 
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the last four months of 1920, based on value of $185,000. No 
excess found for calendar years 1921 to 1927, inclusive. 

Finance No. 3701, excess income of Detroit Terminal Rail- 
road Co. Report proposed by Examiner C. I. Kephart. Recom- 
mends that Commission find that carrier has recapturable 
excess income of $53,035 for 1922, based on value of $6,465,000, 
and of $66,264.50 for 1923, based on value of $6,881,500. No 
excess found for last four months of 1920 and for calendar year 
1921. 

Finance No. 3856, excess income of Nevada Northern Rail- 
way Co. Report proposed by Examiner A. W. Booth. Recom- 
mends that Commission find that carrier has _ recapturable 
excess income of $546,276.91 for 1922 to 1927, inclusive, based 
on values ranging from $3,250,000 to $38,800,000. No excess 
found for last four months of 1920 and for calendar year 1921. 


No. 24409, Carroll-Brough & Robinson et al. vs. C. R. I. & G. 
et al. Grant-Billingsley Fruit Co.; The Walnut Valley Fruit Co.; 
The Wellington Produce Co.; Dotson-Murray Fruit Co.; and Cc. V. 
Collins Produce Co. permitted to intervene, 

No. 21993, Midwest Coal Traffic Bureau vs. A. V. I. et al. and 
cases grouped therewith. Order of May 29 is vacated and set aside; 
order of April 1, modified so as to require establishment of rates 
prescribed therein only over direct routes; and order of April 1, is 
further modified so as to provide that rates therein prescribed be made 
a upon not less than 5 days’ notice to Commission and general 
public. 

Finance No. 8842, Application of T. & N. O. and M. L. & T. R. R. 
& S. S. Co. for certificate to abandon service between Baton Rouge 
and Anchorage, La. Standard Oil Co. of Louisiana permitted to in- 
tervene. 

No. 16613, State of Colorado and Public Utilities Commission of 
State of Colorado vs. A. T. & S. F. et al. Order further modified 
so that, in so far as it fixes a non-prejudicial relationship between 
the rates on potatoes, in carloads from Greely district and those on 
like traffic from Cambridge district to St. Louis, Mo., Memphis, 
Tenn., and Helena, Ark., and to Cairo, Ill., when destined to points 
in Tennessee and Alabama, it will become effective July 23, 1931, 
upon notice to this Commission and to general public by not less than 
30 days’ filing and posting in manner prescribed in section 6 of inter- 
state act. 

Finance No. 7431, N. Y. C. abandonment. 
for further consideration. 

Finance No. 8621, N. Y. C. & St. L. abandonment and construc- 
tion. The time provided in said certificate within which the N. Y. ©. 
& St. L. shall commence and complete construction of line of railroad 
therein authorized is extended to July 1, 1931, and June 30, 1933, 
respectively. 

Fourth Section Application No. 14385, Bituminous coal to Kansas 
and Nebraska. Petition of H. H. Larrimore, attorney, Mo. Pac., for 
modification of Fourth Section Order 10613, bituminous coal to Kansas 
and Nebraska, entered therein, denied, sufficient justification not 
having been shown. 

Fourth Section Applications Nos. 4309 et al., commodity rates 
from, to and between points in southern territory. Petition filed by 
J. E. Tilford, agent, dated May 15, 1931, further modification of Fourth 
Section Order 10300, commodity rates from, to and between points in 
southern territory, entered therein in so far as it affects rates on 
asphalt, denied, sufficient justification not having been shown. 

No. 21218, Leonard, Crosset & Riley, Inc., et al. vs. A. C. & Y. 
et al. and cases grouped therewith. Petition on behalf of defendants 
and respondents for postponement of effective date of orders entered 
herein dated April 14, denied. : 

No. 23164, Independent Oil & Gas Co. vs. A. & W. et al. and No. 
23349, Sinclair Refining Co. vs. A. & W. et al. Board of Railroad 
Commissioners of State of South Dakota permitted to intervene. 

No. 21838, West Kentucky Coal Bureau vs. I. C. et al. Petition of 
defendant, C. B. & Q., for rehearing for modificaion of report herein, 
in so far as it deals with rates to certain destinations on Burlington 
in northern Illinois, and petition of complainant for entry of an order 
in accordance with findings, denied. 

No. 23428, James B. Clow & Sons et al. vs. A. & E. et al. Peti- 
tion of Krupp Foundry Co. and others for consolidation of this pro- 
ceeding with No. 23903, Krupp Foundry Co. et al. vs. C. of N. J. and 
No. 23903, Sub. 1, Florence Pipe & Foundry Co. vs. C. of N. J. et al., 
denied. 

No. 24432, Washington Building Lime Co. et al. vs. A. C. et al. 
North American Cement Corporation permitted to intervene. 

No. 24120, Walter Young vs. C. of N. J. et al. International Paper 
Co. permitted to intervene. 

No. 24253, Sub. No. 2, Armour & Co. vs. A. C. & Y. et al. Swift 
& Co. permitted to intervene. 

Valuation No. 1006, Missouri Pacific et al. Petition to reopen for 
additional testimony, filed on behalf of above-named carrier, denied. 

Finance No. 2840, Wabash Terminal bonds. Supplemental applica- 
tion for authority to pledge as collateral security for short-term notes 
$508,689.23 of first-lien 50-year, 4 per cent terminal gold bonds, dis- 
missed. 

No. 20039, National Mortar & Supply Co. vs. A. A. et al. Pro- 
ceeding reopened for rehearing at such time and place as Commission 
may hereafter designate. 

No. 23093, Sub. 16, Dan Hall et al. vs. A. T. & S. F. et al., and 
No. 23093, Sub. 17, Farmers’ Union Cooperative Association et al. vs. 
A. T. & S. F. et al. Shell Petroleum Corporation permitted to inter- 
vene. 

No. 21406, Virginia State Horticultural Society et al. vs. A. & R. 
et al. Petition of defendants for further postponement of effective 
date of order denied, and order entered November 18, 1930, is further 
modified to extent of eliminating, only until December 3, 1931, the 
words “found reasonable for application from and to the same points 
in Eastern Class Rate Investigation, 164 I. C. C. 314,’ appearing in 
the third paragraph of said order. 

No. 24413, Eel River Coal Co. et al. vs. A. & E. et al. Illinois 
Coal Traffic Bureau permitted to intervene. 

No. 22450, Mississippi Vegetable Shippers Bureau et al. vs. A. & 
R. et al., and cases grouped therewith. Defendants’ petition for 
rehearing, reconsideration, and reargument denied. 

No. 16504, Burlington Shippers’ Assn. et al. vs. A. C. et al. Com- 
mission’s order of April 1, amended so as to require same to be made 
effective on not less than 5 days’ instead of 30 days’ notice. 


Proceeding reopened 
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No. 22598, Interstate Amiesite Co. vs. A. C. & Y. et al. Commis 
sion’s order of April 4, amended so as to require same to be made 
effective on not less than 5 days’ instead of 30 days’ notice. - 

No. 23640, rates on petroleum and petroleum products within stat 
of Montana, and No. 23658 (and Sub. 1 and 2), White Eagle Oi] con 
poration vs. B. A. & P. et al. Independent Petroleum Association “ 
America, Montana Division permitted to intervene. 

Finance No. 8393, Application of Southern Pacific Co. for authority 
to acquire control of the St. Louis Southwestern by stock purchase 
City of St. Louis, Mo., permitted to intervene. ere 

No. 12710, Atlas Portland Cement Co. vs. C. B. & Q. et a] No 
13061, Universal Portland Cement Co. vs. A. T. & S. F. et al.) No 
13387, Missouri Portland Cement Co. et al. vs. A. T. & S. F. et al! and 
No. 12824, Atlas Portland Cement Co. vs. C. B. & Q. et al. Petitior 
of defendants for modification of orders denied. 

No. 14953, A. B. A. Independent Oil & Gasoline Co. et al. vs. 4. 7 
& S. F. et al., and cases grouped therewith. The various petitions for 
reconsideration, reargument, rehearing, and modification of findings 
herein denied. : 

‘ Finance No. 8070, D. & S. L. control. Time fixed in said report 
within which the D. & R. G. W. shall file its unqualified acceptance of 
the conditions therein prescribed, as extended by order entered hereir 
on March 18, is further extended to July 31, 1931. 

No. 23646, United States of America vs. A. & R. R. R. et al 
Complaint dismissed upon complainant's request. ; : 

No. 21694, S. J. Peabody Lumber Co. vs. Pennsylvania et al. Pro. 
ceeding reopened for further hearing under the shortened procedure 

Upon complainant’s request, the Commission has dismissed No 
24155 (Sub. 1), S. J. Peabody Lumber Co. vs. W. & L. E. et al., No. 
24234, Princeton Mining Co. vs. C. & E. I. et al., No. 24261, Eagle. 
Picher Lead Co, vs. M.-K.-T. et al., and No. 24359, Sunbury Converting 
Works vs. Pennsylvania. : i 

Finance No. 8376. Application of C. R. I. & G. for a certificate of 
public convenience and necessity. Application dismissed upon request 
of applicant. ark 

No. 15886, Barrett Co. vs. A. T. & S. F. et al., No. 20144 (ana 
Sub. 1), Barrett Co. vs. A. T. & S. F. et al., and |. & S. 3130, South- 
western rates. Order amended so that it shall become effective o; 
September 10, 1931, instead of July 15. 

Np. 22925 (Sub No. 1), Wagoner Lumber Co. vs. S. A. L. et al 
Petition of defendants for reconsideration or further hearing denied 

No. 20482 (and Sub. 1), R. T. Vanderbilt Co., Inc., et al. vs, A. 
C. L. et al., and cases grouped therewith. Petition of official classi- 
fication lines, defendants, dated May 18, 1931, for reconsideration by 
Commission of its former action of January 12, 1931, denying that 
part of petition dated November 22, 1930, by same defendants, for 
reargument and reconsideration of these cases respecting question 
of reparation, and again requesting reargument in said cases upon 
question of reparation, denied. 

No. 17518, Republic Creosoting Co. vs. A. G. S. et al., and No. 
22506, Republic Creosoting Co. vs. A. C. & Y. et al. Proceedings re- 
opened for further consideration. : 

No. 21570, Abendroth Bros. vs. B. & A. et al. Second petition of 
complanant for reconsideration, denied. 

No. 22072, United Paperboard Co., Inc., vs. A. A. et al. Petitions 
of I. Morris and E, B. Boyd, for postponement of effective date of 
order simultaneous with dates on which carriers must establish the 
rates prescribed in Western Trunk Line Class Rates, 164 [L C. C. 1, 
and Eastern Class Rate Investigation, 164 I. C. C. 314, denied. 

No. 22099, Kittle Manufacturing Co., Inc., et al., vs. A. T. & S. F. 
et al. Proceeding reopened for reconsideration on record as made. 

No. 22585, Kaw Valley Potato Growers’ & Shippers’ Traffic Associa- 
tion vs. A. T. & S. F. et al. Petition of E. B. Boyd, for defendants, 
dated May 12, 1931, and petition of intervener, Northern Potat 
Traftic Association, dated May 19, 1931, in support thereof, for post- 
ponement of effective date of order to coincide with effective date 
of rates prescribed in No. 17000, part 2, Western Trunk Line class 
rates denied. 


No. 23827, Orchard & Wilhelm Co. vs. B. & A. et al. Proceeding 
reopened for further hearing under the shortened procedure. 

No. 22801, Endicott Johnson Corporation et al. vs. B. & S. et al 
Petition of complainants for argument before and reconsideration by 
entire Commission on record as made denied. 

No. 22188, Hamilton Bros. Co., Inc., vs. L. & N. et al. Petition 

of defendant, L. & N., for reconsideration denied. 

No. 22145, Consolidated Paper Co. vs. A. T. & S. F. et al. Petition 
of complainant for reargument and/or reconsideration on record as 
made and tor issuance of a corrected report; petition of intervener, 
Loose-Wiles Biscuit Co., for reconsideration on record as made as lt 
the reasonableness of the rates in the past, and petitions of E. Morris 
and E. B. Boyd, for postponement of effective date of order to a dati 
simultaneous with that on which the carriers must publish rates 
pursuant to Western Trunk Line Class Rates, 164 I. C. C. 1, denied. 

No. 23427, W. S. Warner vs. A. G. S. et al. Proceeding reopened 
for reconsideration on record as made. 

No. 23708, Continental Gin Co. vs. B. S. L. & W. et al. Petition 
of complainant for reconsideration denied. 

No. 23368 (and Sub. 1 to 3, incl.), Pensacola Creosoting Co. Vs 
L. & N. et al. Petition of intervener, Alabama Public Service Com- 
mission for reconsideration and a decision dismissing the complaints 
in so far as Alabama intrastate rates are concerned and for postpone- 
ment of effective date of order pending reconsideration, and petition 
of intervener, Southern Pine Association, for reconsideration and fo! 
a decision on the basis of the Southern Pine Association scale and 
for postponement of the effective date of order pending reconsidera- 
tion denied. 


SUSPENDED TARIFFS 


In I. and S. No. 3618, the Commission has suspended from 
June 15 until January 15 schedules in Richmond, Fredericks: 
burg and Potomac I. C. C. No. 1528. The suspended schedules 
propose to cancel existing commodity rates on wrappils papel 
and pulpboard, less-than-carloads, from Richmond, Va., to points 
in eastern trunk line territory, and apply in lieu thereof class 
rates or higher commodity rates, resulting generally in ' 
creases. The following is illustrative, wrapping paper, less 
than-carloads, in cents a 100 pounds: 


From Richmond, Va., to Cumberland, Md., present 51, propose? 
65; Harrisburg, Pa., present 43%, proposed 58%; Buffalo, N. ¥.. Pre 
ent 5216, proposed 6514. 
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EX-RIVER COAL RATE FIGHT 


The Trafic World Washington Bureau 


A proposal of the Wheeling & Lake Erie and its subsidiary, 
the Lorain & West Virginia, to establish seemingly low rates 
on ex-river coal from points on its Ohio River division to Cleve- 
land, Lorain and South Lorain, O., on Lake Erie and Canton 
and Massillon, O., has created a stir among central territory 
lines. Their proposal is to establish rates of 95 cents a net 
ton to Canton and Massillon and $1.10 to the lake ports, effec- 
tive June 22, from Brilliant, Martin’s Ferry, Mingo Junction, 
Rush Run, Salt Run, Steubenville, Stringers, Terminal Junction, 
Tiltonville, Warrenton and Yorkville, O. 

Protest and request for suspension have been made by 
the Central Freight Association railroads on the ground that 
to permit the rates to become operative would tend to disrupt 
the all-rail coal rate structure. The protesting carriers alleged 
that the coal to be taken by the Wheeling on the proposed 
rates would supplant coal produced at mines located upon 
their lines ‘“‘with the result that protestants will be deprived 
of their right to the transportation thereof and subjected to a 
diminution and impairment of their revenues, already inade- 
quate, contrary to their rights under the act to regulate com- 
merce.” The protesting roads said that it could hardly be ex- 
pected that the reduced rates could be confined to the origins 
and destinations mentioned in the tariff, but would spread 
throughout the territory.’ 


The protesting roads called attention to the fact that the 
$1.10 rate to the ports would be lower than the lake cargo Coal 
rate of $1.43 from southern Ohio to the ports. They said that 
a comparison of the lake cargo and ex-river rates was just, be- 
cause both were in the nature of proportionals applicable on coal 
that had or was about to receive transportation by water. 


In justification of the proposals of the Wheeling, George 
Durham, vice-president and general manager of that road, said 
that the industries at the points of destination needed the special 
grades of coal to be obtained only from the Pittsburgh, Con- 
nellsville and/or Fairmount districts. He called attention to 
the fact that among the protesting roads were many who could 
not possibly participate in hauling coal from those districts to 
the destinations covered by the Wheeling tariff. He said that 
the Wheeling, without increasing its investment, could haul 
much more coal than it had been. The Wheeling’s coal traffic, 
he said, had fallen off because southern Ohio did not furnish 
the coking coal such as the industries of northern Ohio needed, 
the coal on the Wheeling being steam coal. In addition, he 
said, the industries served by the Wheeling were entitled to 
rates on ex-river coal comparable with those that industries on 
the Pennsylvania and the New York Central would obtain when 
those carriers established facilities for taking ex-river coal to 
the Mahoning and Shenango valley steel plants via Conway and 
Colona, Pa., as provided in Construction of Branches by Pitts- 
burgh, Lisbon & Western, 150 I. C. C. 619, and Coal, Bituminous, 
Ex-river, from Colona and Conway, Pa., to Youngstown, O., 163 
Le. ©. Z. 


UNBILLED COAL AT MINES 


Negotiations among the interested parties about the ques- 
tions arising in connection with the holding of unbilled coal 
at mines and other places, in some instances, far from the mines, 
has resulted in the American Railway Association, through its 
car service division, submitting to the Commission the follow- 
ing amendment to the demurrage rules to define a mine track: 


Mine track or mine siding is a track which the mine owns, leases 
or otherwise controls, or which in the usual course of business is 
devoted exclusively to the traffic at the mine (or mines if more than 
one owned or controlled by the same interests and operated sub- 
Stantially as a unit) and which track is a,part of the mine lay-out 
constructed or operated by the mine company, or by the carrier es- 
pecially to serve the mine or mines in question and which can be 
reached from the mine without switching over tracks that are not 
mine tracks within the contemplation of this definition. Provided 
that this shall not be-construed to prevent a railroad with permis- 
Sion from the Interstate Commerce Commission from making modi- 
fication of this rule to meet special conditions. 


The demurrage tariff, it is also proposed, shall be amended 
so that no loaded cars will be moved from mines, mine sidings, 
coal washers or coke ovens and held at weighing stations, clas- 
sification yards or elsewhere except upon written order from 
mine owners, operators or shippers. 

_ The amendments are intended to eliminate what Commis- 
sion men in charge of the matter have deemed flagrant abuses 
and disregard of demurrage rules, resulting from the fact that 
the demurrage code did not contain a definition of a mine track 
or siding. Competition among the railroads for coal traffic has 
been so keen that loaded cars, for which no billing could be 
furnished by the owner of the coal because he had not sold it, 
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have been hauled many miles and held on railroad sidings, free 
of demurrage, as if they were on mine sidings. 

Another suggestion from the car service division was that 
coal washers and coke ovens shall not be considered as adjacent 
to coal mines when the coal to be washed or to be used in 
making coke is moved from the mines to the washers or coke 
ovens under freight tariff rates. It was further suggested that 
the demurrage tariff should continue to provide that twenty- 
four hours’ free time would be allowed when cars TIoaded with 
coal or coke were moved from mines, mine sidings, coal wash- 
ers or coke ovens upon written order from mine owners, op- 
erators or shippers and held at weighing stations, classification 
yards or elsewhere for forwarding instructions, and that on 
such cars the time allowed would be computed from the first 
7 a. m. after their arrival at point where held and without 
notice. It was also suggested that the definite provisions in 
the car distribution rules that cars under load with coal and 
unbilled might be held free from demurrage on mine tracks and 
mine sidings as defined, leaving the question of the further 
limitation of the amount of coal to be so held to determination 
between the coal operators and the railroads in the various 
districts. 

The proposed revision was informally submitted to the 
Commission by Director W. P. Bartel of the Commission’s bu- 
reau of service and it was informally considered by division 6. 
The division said that it would not interpose any objections at 
this time, except to say that it did not see any necessity for 
the proviso embodied in the last sentence of the definition 
of a mine siding. It said that any railroad feeling that an 
exception should be made ought to embody it in a tariff and 
be prepared to show, if challenged, that it was warranted in 
proposing the exception. 


SHORT HAUL STEEL RATES 


W. S. Curlett, for the trunk lines and B. T. Jones for the 
central territory lines, have asked the Commission for sixth 
section permission, on one day’s notice, not later than July 1, 
to establish rates on iron and steel articles, for hauls not ex- 
ceeding 100 miles, much lower than the Commission established 
in its Hoch-Smith revision of such rates. They desire to reduce 
the short haul rates so as to meet motor and water competition. 

The Pennsylvania commission permitted the carriers to 
establish reduced rates for short hauls in western Pennsylvania 
on June 10. The rates proposed by Curlett and Jones are the 
same. The rates are to be made in accordance with the follow- 
ing: Five miles and under, 3 cents; 10 miles and over 5, 3.75 
cents; 20 miles and over 15, 5.25 cents; 40 miles and over 35, 8 
cents; 55 miles and over 50, 10 cents; 65 miles and over 60, 
11.25 cents; 80 miles and over 75 miles, 13.25 cents; and 100 and 
over 95, 16 cents. 

Before the two revisions made by the Commission in the 
last few years, in the Jones & Laughlin and Hoch-Smith cases, 
the carriers maintained very low rates in official territory be- 
cause they considered the short hauls as practically inter-mill 
hauls whereby iron and steel articles were taken from one mill 
to another for further processing. Ever since the abolition of 
the short haul rates, according to the representations of the 
carriers, motor trucks and barges, the latter on the Ohio and 
Monongahela Rivers in particular, have been taking increasing 
quantities of iron and steel. 

The short-haul rates proposed by Curlett and Jones will not 
apply on cast iron pipe and cast iron pipe fittings. 

Action on the application of W. S. Curlett and B. T. Jones 
for permission to make steel rates for hauls not exceeding 100 
miles lower than the basic scale was delayed on account of the 
disclosure of the fact that the rates, if permitted to go into 
effect, would create fourth section violations. The applicants 
were given an opportunity to correct their proposal so as to 
avoid such violations. 

Elimination of the rates on cast iron pipe and fittings from 
the list of articles on which the propose drates would apply 
was made so as to preserve the rate structure on such articles 
created by the Commission in the Krupp Foundry case. 


TARIFFS MUST SHOW ROUTES 


The Commission’s memorandum to the public, in respect of 
the revision of tariffs to show routing in accordance with the 
requirements of Rule 4 (k) of Tariff Circular 20, so as to avoid 
the confusion resulting from the decision of the Supreme Court 
in the Delmar case (see Traffic World, June 13) is as follows: 


For many years the Commission has observed as a rule of tariff 
construction the principle that where tariffs provide no specific rout- 
ing in connection with the rates named therein, such rates are appli- 
cable over all reasonably direct routes composed of the lines of all 
carriers parties to the said tariffs. However, owing to the numerous 
controversies which have arisen from time to time in regard to the 
applicable routes under tariffs of this description, the following rule, 








- PAGE 1482 


known as Rule 4 (k), was incorporated in Tariff Circular 20 to become 
effective January 10, 1930: 

“Tariffs shall contain ...: 

“Routing over which the rates apply, stated in such manner that 
such routes may be definitely ascertained. 

“This must be accomplished by one of the following plans: (1) By 
providing that the rates in the tariff apply only via the routes spe- 
cifically shown therein, or (2) by providing that the rates apply via 
all routes made by the use of the lines of the carriers parties to the 
tariff except as otherwise specifically provided in the tariff.’’ 

Upon petition of carriers the effective date of this rule has been 
postponed from time to time and as last postponed is to become effec- 
tive January 20, 1932. 

In the recent decision of the United States Supreme Court in Great 
Northern Ry. Co. vs. Delmar Co. rendered May 25, 1931, the above rule 
of tariff construction applied by the Commission arising in Delmar Co. 
vs. Great Northern Ry. Co., 120 I. C. C. 530, was reversed upon the 
ground that the application of rates published by the Great Northern 
Railway over the more circuitous of two available routes of that com- 
pany would have resulted in violations of the long-and-short-haul 
provision of section 4 of the interstate commerce act. Among other 
things the Court said: 

“The railway can transport the shipments over the shorter and 
customary route without violating section 4; but if the tariff is con- 
strued to require it to take them over the’longer route it must violate 
that section and incur the resulting penalties. In this situation we 
think the tariff should be construed as applying only to the shorter 
route, and not as giving the shipper the option between the two routes 
at the through rate. This conclusion is in accord with the principle 
that where two constructions of a written contract are possible, pref- 
ee will be given to that which does not result in violation of 
ee ee 
The effect of the court’s decision in this case would seem to be 
that where a tariff does not provide routing in connection with rates 
published therein, and two or more routes are available between the 
points involved, such tariffs shall be construed as having application 
only over routes over which a fourth section violation would not occur 
if traffic should be moved over the said routes between the points in 
question. This imposes upon the carriers and public alike the neces- 
sity of ascertaining whether fourth section violations would occur if 
traffic should be moved over a route composed of carriers parties to 
a tariff which does not contain specific routing, before they can deter- 
mine whether the legally published rates in such tariff are lawfully 
applicable over such route. This results in a very chaotic and confus- 
ing situation and further emphasizes the necessity for the early re- 
vision of all tariff schedules in accordance with the provisions of 
Rule 4 (k) referred to above. Under the circumstances the Commis- 
sion expects that the carriers shall proceed to revise their tariffs to 
provide routing in compliance with the provisions of the above rule 
as promptly as possible and in any event will insist upon the correc- 
tion of all such tariffs in accordance with the requirements of the said 
rule by not later than January 20, 1932. 


EASTERN MERGER PLAN 


The Trafic World New York Bureau 


Final details of the four trunk line merger plan for the 
eastern railroads were worked out and approved at a meeting 
of the presidents of the major eastern lines June 18. The plan 
will be submitted soon to the Commission for approval. 

Though no official announcement was issued by the railroad 
presidents following the meeting, it is understood that the agree- 
ment reached is substantially the same as that announced last 
December for four major trunk line systems in the east—a 
revision of the Commission’s original plan for a five-party 
system. 

Under the four-party plan the principal lines would be 
allocated as follows: 

The New York Central to get the Delaware, Lackawanna 
& Western and a direct connection with the Virginian Railway 
at Deep Water, W. Va., with joint rates and routes over the 
latter road. 

The Pennsylvania to obtain the Wabash Railway, the De- 
troit, Toledo & Ironton, and the Norfolk & Western, with cer- 
tain rights over the Lehigh Valley. 

The Baltimore & Ohio to get the Ann Arbor, the Reading 
and the Central Railroad of New Jersey, the Western Maryland 
and the Lehigh & Hudson River. 

The Chesapeake & Ohio-Nickel Plate to obtain the Lehigh 
Valley, the Bessemer & Lake Erie and the Chicago & Eastern 
Illinois. 

The present four-party plan differs from the five-party plan 
in that it makes no provision for a Wabash-Seaboard system. 
The Seaboard is now in receivership and the Wabash, under 
the four-party plan, would go to the Pennsylvania. 


ae? ©. UNIFICATION 


In Finance No. 8092, application of New York Central Rail- 
road Company for a certificate to acquire and operate the lines 
of railroad of the Ulster & Delaware Railroad Company, a 
proceeding that originated from New York Central unification, 
150 I. C. C. 278, 154 I. C. C. 489, in which unification of New 
York Central system lines was authorized subject to the condi- 
tion that the New York Central offer to acquire the U. & D. 
and other short lines, the Commission has found the commercial 
value of the railroad properties of the U. & D. to be $2,500,000 
and that the New York Central may acquire the property for 
that amount of money. Issuance of a certificate and entry of 
order have been deferred pending the filing of acceptance by 
the U. & D. 

The New York Central offered $1,500,000 for the property, 
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which was rejected. Arbitrators were then appointed. The 
majority found the commercial value of the Ulster to the N, y. 
C. to be $4,100,000. A dissenting arbitrator fixed the value at 
$1,813,333. The New York Central offered to pay the latter 
amount and brought the matter before the Commission for a 
ruling, by filing the instant application. 

As to a contention of the U. & D. that the majority awarg 
of the arbitrators was conclusive, the Commission ruled that 
the award was advisory only. It held further that the majority 
of the arbitrators erred in holding that the value to be 
determined was the commercial value of the property to the 
New York Central and in basing their award thereon. The 
report dealt at length with the question of the value of the 
property as presently used, the value of possible use of the 
property by the N. Y. C., gross economies, prospective trends of 
traffic, elimination of grade crossings, market value of capital 
obligations, reproduction costs, land values and original cost. 

Commissioners Eastman, McManamy, Mahaffie, porter and 
Lee dissented. Commissioner Eastman held that the transaction 
proposed was one that should have been handled as a consolida- 
tion under section 5 (6) instead of under section 1 (18-21). He 
thought the commercial value found by the majority was liberal] 
to the Ulster, but he would not have dissented on that ground 
alone. 

Commissioner McManamy held that the majority award of 
the arbitrators should have been approved because arbitration 
had been agreed to. 

Commissioner Mahaffie, with whom Commissioners Porter 
and Lee agreed, disagreed with the majority that the com- 
mercial value was $2,500,000. He said the New York Central had 
offered to acquire the property for $1,813,333, and that that 
figure represented the maximum that it should be required to 
pay. 

PETITIONS FOR REHEARING, ETC. 


No. 21655 (and Sub. 1), Traffic Bureau, Aberdeen Chamber of 
Commerce et al. vs. C. M. St. P. & P. et al. and No. 22084, Albert 
Dickinson Co. vs. C. & N. W. et al. Farm Seed Association of North 
America and American Seed Trade Association ask for an order or 
finding directing respondents in these proceedings to promptly publish 
and to maintain, until the rates required in decision in 17000, part 7, 
grain and grain products within western district and for export, re- 
ported in 164 I. C. C. 619, shall have become effective, rates on sweet 
clover seed, carloads, from and to points involved in these proceed- 
ings, which shall not exceed the present Class D rates. 

1. & S. 3559, leaf tobacco from North Carolina to Norfolk, Rich- 
mond, and related points. Norfolk Southern asks postponement of 
Commission’s order, and modification of Commission’s findings of act, 
and reargument before entire Commission. 

No. 16323, and Sub. Nos. 1, 2 and 3, Scott County Milling Co. et al. 
vs. Butler County et al., No. 19482, East St. Louis Cotton Oil Co. vs. 
B. & O. et al. and No. 18496, John F. Evans, etc., vs. I. C. et al. Car- 


riers, C. R. I. & P., M. P., St. L.-S. L. and St. L. S. W., in a supple- 
mental petition, ask for reopening, consolidation and argument of 
these cases, including various other cases, before the entire Commis- 
sion; or, in the alternative, a reopening and consolidation of such 
cases with general investigation of coal rates prayed for in petition 


dated May 15, 1931. 
No. 17000, part 3, cotton, rate structure investigation. New Or- 


leans Joint Traffic Bureau, intervener, asks modification of orders. _ 
No. 21218, Leonard, Crosset & Riley, Inc., et al. vs. A. C. & Y. 
et al. Boyd, for carriers parties hereto, asks for reconsideration of 


petition dated May 29, 1931, requesting postponement of effective 
date of order to December 3, 1931. 

No. 22585, Kaw Valley Potatoes Growers’ & Shippers’ Traffic 
Association vs. A. T. & S. F. et al. Boyd, for carriers parties hereto, 
asks reconsideration of petition dated May 12, 1931, requesting post- 
ponement of effective date of order from June 15 to December 3, 1931. 

No. 21585, Ohio-Kentucky Associated Industries vs. A. & R. et al. 
Cc. & O. et al, defendants, in a second petition ask modification of 
order entered April 23, 1931. 

No. 15879, Eastern Class Rate Investigatior. Grafton & Upton 
ask exemption from Commission’s findings. 

No. 22683, F. S. Royster Guano Co., Inc., vs. A. & R. et.al. 
Complainant asks reconsideration of Commission’s order of April 7, 
denying its petition for reconsideration and/or argument upon record 
of findings and conclusions of division 3, and, further, for determina- 
tion by the Commission of the issue under section 3 of the act. 

No. 15037, Southwestern Millers’ League et al. vs. A. T. & S. F. 
et al. Minneapolis Traffic Association, an intervener, asks reopening, 
reconsideration and modification of report. 

No. 14953, A. B. A. Oil Co. et al. vs. A. T. & S. F. et al., and 
associated cases. Shell Petroleum Corporation, intervener, in a Sup- 
plemental petition asks’ for rehearing, reargument and _ reconsidera- 
tion of decision of Commission in respect to rates from Group 1 
(Kansas City) and relation between that group and other origin 
groups. f 

Pacific Coast Fourth Section Applications Nos. 1092 et al. Pacific 
Steamship Co., McCormick Steamship Co., Nelson Steamship Co., 
Los Angeles Steamship Co., and A. E. Gillespie and J. P. Baetle, 
a copartnership, doing business under the name and style of Ls 
Angeles-San Francisco Navigation Co., interveners and protestants, 
ask reopening of cause and for reargument before full Commission. 

No. 21294, Thomas S. Smith & Co. et al. vs. C. & A. et al. Com: 
plainants and interveners in a second petition, ask reopening an 
rehearing and/or reconsideration by and before entire Commissiov. 

No. 21218, Leonard, Crosset_& Riley, Inc., et al. vs. A. ©. & }. 
et al., and consolidated cases. Defendant carriers in official classifica: 
tion territory ask reopening, rehearing and/or reconsideration, 2” 
postponement of effective date of order. p 1 

No. 24027, Brunswick-Balke-Collender Co. et al. vs. C. G. W- a 
Complainants ask rehearing and consolidation with Brunswick Radio 
Corporation et al. vs. C. B. & Q. R. R. et al. Filed with the Com- 
mission June 15, 1931. ies 

No. 24080, A. B. Marcus et al. vs. St. L.-S. F. et al. Complaall 
ants ask rehearing. ; ts 

No. 22754, Nevins Fruit Co., Inc., vs. F. E. C. et al. Defendan © 
— rehearing and postponement of effective date of Commission 
order. 








(] 


by 


lin 
pa 


pre 
Dal 
col 


bur 


June 20, 1931 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reperters and Digests of Matienal Reporter System, 
published by bee P Publishing Con ., St. Paul, Minn. Copyright, 
931, by West Publishing Co.) 


LOSS OF OR INJURY TO GOODS 

(Supreme Court of Idaho.) To effect “bailment,” there 
must be delivery and subsequent exclusion of bailor’s possession. 
—Wood Livestock Co. vs. Oregon Short Line R. Co., 298 Pac. 
Rep. 371. 

Where shipper began loading car with wool, but carrier’s 
agent, on approach of nightfall, suspended loading and placed 
seal upon car which shipper had no right to break and wool 
was stolen during night, bailment existed.—Ibid. 

That breaking of car seals was criminal offense did not 
relieve carrier of degree of care it should have exercised as 
bailee to prevent theft.—Ibid. 

Where wool was stolen from box car before shipper com- 
pleted loading, carrier’s negligence held for jury.—Ibid. 

In shipper’s action against carrier for damages resulting 
from theft of wool from box car, evidence supported verdict for 
shipper.—Ibid. 

CARRIAGE OF LIVE STOCK 

(Court of Civil Appeals of Texas, Beaumont.) No liability 
is shown where accident is as reasonably attributable to non- 
actionable cause as to one that is actionable—-Houston E. & 
W. T. Ry. Co. et al. vs. Southern Pine Lumber Co., 38 S. W. 
Rep. (2d) 156. 

Negligence of railroad in respect to death of cattle during 
transportation held for jury.—lIbid. 

Relief against finding of jury 
by request for new trial.—Ibid. 

Shippers recovering value of dead cattle at place of de- 
livery held erroneously awarded recovery of amount of freight 
paid on dead cattle.—Ibid. 


supported by evidence was 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by Weet 3 Publishing Co., St. Paul, Minn. Copyright, 
931, by West Publishing €o.) 


REGULATION OF COMMON CARRIERS 


(District Court, D. Delaware.) Laches is not, like limitation, 
Mere lapse of time. 

“Laches” is properly question of inequity of permitting claim 

to be enforced because of change in condition or relations of 
parties—Bremner et al. vs. Mason City & C. L. R. Co., 48 Fed. 
Rep. (2d) 615. 
_ Railroads, before suing to enjoin electric road from extend- 
ing tracks to serve industrial plant, were within rights in wait- 
ing reasonable time to see whether defendant would apply for 
certificate of convenience (interstate commerce act, sec. 1 (18) 
(20 (22), 49 USCA, sec. 1 (18) (20) (22)). 


On being notified that defendant expected to make such 
extension of tracks, counsel for one of plaintiff railroads advised 
defendant that application should be made to Interstate Com- 
merce Commission for certificate of public convenience and 
hecessity before constructing or operating additional trackage. 
Furthermore, injunction will lie against operation of track, as 
Well as construction, so that it is not possible for any person to 
Claim right against injunction springing out of delay in question- 
ing construction.—Ibid. 

Railroad’s delay in bringing suit to enjoin another road from 
extending trackage may, and properly should, limit extent of 
Preliminary injunction.—Ibid. 

Railroad with which proposed extension by another com- 
Dany Will come in competition is “party in interest,” and may 
maintain suit to enjoin construction of extension (interstate 
commerce act, sec. 1 (20), 49 USCA, sec. 1 (20)).—Ibid. 

Carrier whose rail lines are situated wholly within one state, 
but which handles interstate freight, is common carrier engaged 
in interstate commerce.—Ibid. 
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Railroads suing to enjoin extension of trackage by com- 
peting electric railroad held entitled to preliminary injunction. 

Defendant electric railroad was free to make application to 
Interstate Commerce Commission for permission to build such 
extension, but did not see fit to do so, and, instead, proceeded 
with construction of new tracks, while plaintiffs had no right 
to initiate such a proceeding for the Commission. A prelimi- 
nary injunction would have the effect of maintaining the status 
quo, denial of injunction would result in immediate and unques- 
tioned loss to plaintiffs, and defendant would not suffer any 
substantial loss by awaiting outcome of litigation on final hear- 
ing, and its loss, if any, was susceptible of indemnification by 
bond.—Ibid. 

(Court of Appeal of Louisiana, Orleans.) Letters from 
secretary of Interstate Commerce Commission to shipper suing 
railroad company for overcharges held inadmissible to show 
~~ charge according to published tariffs (49 USCA, sec. 

(13)). 

49 USCA, sec. 16 (13), provides that copies of schedules, 
classifications tariffs, etc., certified by secretary of Interstate 
Commerce Commission under its seal, shall be received in evi- 
dence with like effect as originals.——International Alkali Co. 
vs. New Orleans & N. E. R. Co., 134 So. Rep. 299. 

Interpretation of carrier’s published tariffs by secretary of 
Interstate Commerce Commission is not binding on court.—Ibid. 


Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of Pa onal Reporter 8 m, 
published by “a Publishing Coe St. Paul, Minn. Copyright, -_ 
931, by West Publishing Co.) 


(District Court, D. Maryland.) Evidence in suit to recover 
cargo damage held to establish that ship at time of sailing was 
unseaworthy because of leaky condition—The Helen Barnet 
Gring, 48 Fed. Rep. (2d) 629. 

Owner of ship claiming that damage to cargo was result 
of inadequate dunnage had burden of proof thereof.—Ibid. 

Evidence held not to establish, as respected damage to 
cargo, that dunnage was inadequate.—Ibid. 

Exceptions in charter party put in by brokers for benefit of 
vessel are to be construed strictly against vessel.—Ibid. 

Vessel under charter party held to have had duty to furnish 
dunnage in accordance with request of shipper. 

Charter party provided that cargo might be shipped upon the 
skin of the ship, and, if so, the shipper takes the risk, and that 
cargo might be deposited upon dunnage if shipper prefers, and, 
if so, the dunnage was to be furnished by the vessel and charged 
to the vessel’s account.—Ibid. 

Risk of damage to cargo by reason of inadequate dunnage 
was that of vessel undertaking to furnish dunnage.—Ibid. 

(Circuit Court of Appeals, Fourth Circuit.) Direct evidence 
of occurrences is entitled to greater weight than opinion evi- 
dence.—Cornec et al. vs. Baltimore & O. R. Co. et al.; The 
Richelieu, 48 Fed. Rep. (2d) 497. 

“Pitch” is carbonaceous substance more than 99 per cent 
combustible and more than 50 per cent, volatile, and “pitch 
dust” is merely pitch in fine state of subdivision.—Ibid. 

It is common knowledge that whatever burns will burn 
more rapidly in fine subdivision, and that with proper admixture 
of air will burn more rapidly the finer the subdivision.—Ibid. 

“Dust explosion” is almost instantaneous combustion of 
myriads of small particles of solid matter held in suspension by 
air.—Ibid. 

Railroad held negligent in using open flame lamps and oper- 
ating sparking electrical trimmers in loading pitch on vessel, 
rendering it liable for damages from pitch dust explosion. 

Railroad was negligent in operating sparking electrical ma- 
chinery for loading pitch on vessel and in sending open lights 
into a cloud of pitch dust, in view of the common knowledge 
respecting explosive character of carbonaceous dust in general 
and of information which railroad might have obtained and 
which it should have obtained when it held itself out as qualified 
to handle pitch, as to explosibility of pitch dust in particular.— 
Ibid. 

Railroad’s negligence in using electrical machinery and 
open lights in loading pitch, resulting in explosion of pitch dust, 
held not excused by fact railroad had previously loaded coal 
with same machinery without explosion.—Ibid. 

It is common knowledge that danger of explosion in dust 
cloud is dependent on its acquiring proper density.—Ibid. 

On question whether negligence in loading pitch caused 
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pitch dust explosion, inquiry is whether method of operation is 
such that danger of injury is reasonably to be apprehended.— 
Ibid. 

That master observed negligent loading of pitch with open 
lights, resulting in explosion, held not to defeat recovery in 
behalf of vessel, crew, and cargo, as against railroad loading 
vessel. 

This was true because railroad was in charge of loading 
pitch on vessel as independent contractor, and master of vessel 
had no duty or right of supervision as to instrumentalities 
adopted and methods used.—Ibid. 

’ “Master must see that cargo is properly stowed so that vessel 
will be seaworthy.—lIbid. 

Instrumentalities used for loading vessel and methods of 
work are within control of contracting stevedore.—Ibid. 

Without some showing master directed use of instrumentali- 
ties and negligent methods in loading, or approved or consented 
thereto, stevedore cannot be absolved from liability to vessels.— 
Ibid. 

Stevedoring company owes vessel and her owners duty of 
using due care in loading, and such vessel and her owners owe 
no such duty to stevedoring company.—Ibid. 

Negligence can be predicated only on failure in performance 
of duty and is his to whom duty appertains.—Ibid. 

That injured person may have had knowledge negligent 
methods were being used does not, without contributory neg- 
ligence, absolve negligent person from liability.—Ibid. 

Stevedores did not assume risk of pitch dust explosion 
while loading vessel, in absence of showing they knew or ap- 
preciated danger.—lIbid. 

Assumption of risk does not cover obscure dangers which 
cannot reasonably be discerned by employes, and which em- 
ployer properly may be held to know about.—Ibid. 


Employe does not assume risks due to employer’s neg- 
ligence, unless they are obvious or appreciated. 


Manufacturer and shipper of pitch held not negligent in 
failing to warn carrier of danger of pitch dust explosion. 

This was true because shipper and manufacturer had right 
to assume that carrier or stevedoring company was familiar with 
danger inherent in clouds of carbonaceous dust, and would pro- 
tect against them accordingly.—Ibid. ‘ 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended June 6 totaled 
760,890 cars, according to the car service division of the Ameri- 
can Railway Association. This was an increase of 49,956 cars 
over the preceding week, when there was a reduction, due to 
the observance of Memorial Day. Compared with the same 
week last year, the total for the week of June 6 was a reduction 
of 174,692 cars, while it also was a reduction of 294,878 under 
the same week two years ago. 

Revenue freight loading by districts the week ended June 
6 and for the corresponding period of 1930 was reported as 
follows: 


Eastern district: Grain and grain products, 5,197 and 5,895; live 
stock, 1,711 and 2,245; coal, 26,620 and 35,512; coke, 1,379 and 2,236; 
forest products, 2,511 and 3,446; ore, 2,373 and 6,105; merchandise, L. 
C. L., 61,809 and 66,769; miscellaneous, 71,408 and 90,034; total, 1931, 
173,008; 1930, 212,242; 1929, 243,691. 

Allegheny district: Grain and grain products, 2,497 and 2,812; live 
stock, 1,241 and 1,700; coal, 28,820 and 33,402; coke, 2,830 and 4,704; 
forest products, 1,717 and 3,116; ore, 5,674 and 10,606; merchandise, 
L. C. L., 45,906 and 50,989; miscellaneous, 60,239 and 82,334; total, 1931, 
148,924; 1930, 189,663; 1929, 219,796. 

Pocahontas district: Grain and grain products, 226 and 248; live 
stock, 123 and 168; coal, 27,054 and 35,566; coke, 220 and 297; forest 
products, 809 and 1,372; ore, 168 and 441; merchandise, L. C. 
6,170 and 6,708; miscellaneous, 6,791 and 7,648; total, 1931, 41,5 
1930, 52,448; 1929, 59,401. 

Southern district: Grain and grain products, 3,168 and 4,122; live 
stock, 1,188 and 1,621; coal, 14,032 and 16,840; coke, 416 and 438; forest 
products, 9,622 and 14,677; ore, 585 and 1,029; merchandise, L. C. L., 
36,843 and 38,736; miscellaneous, 45,310 and 49,320; total, 1931, 111,164; 
1930, 126,783; 1929, 145,245. 

Northwestern district: Grain and grain products, 8,777 and 9,273; 
live stock, 5,050 and 6,610; coal, 4,094 and 4,943; coke, 912 and 1,743; 
forest products, 9,113 and 13,090; ore, 19,950 and 41,862; merchandise, 

. C. L., 27,947 and 31,843; miscellaneous, 34,851 and 41,620; total, 
1931, 110,694; 1930, 150,984; 1929, 176,092. 

Central Western district: Grain and grain products, 9,911 and 
10,838; live stock 6,998 and 9,428; coal, 4,757 and 6,551; coke, 122 and 
146; forest products, 5,986 and 9,114; ore, 1,695 and 2,797; merchandise, 
L. C. L., 29,634 and 33,212; miscellaneous, 49,411 and 57,010; total, 
1931, 108,514; 1930, 129,096; 1929, 137,630. 

Southwestern district: Grain and grain products, 4,621 and 5,369; 
live stock, 1,757 and 2,127; coal, 2,321 and 3,073; coke, 80 and 181; 
forest products, 3,473 and 6,160; ore, 301 and 610; merchandise, L. 
C. L., 15,658 and 15,496; miscellaneous, 38,814 and 41,350; total, 1931, 
67,025; 1930, 74,366; 1929, 73,913. 

Total, all roads: Grain and grain products, 34,397 and 38,557; live 
stock, 18,068 and 23,899; coal, 107,698 and 135,887; coke, 5,959 and 
9,745; forest products, 33,231 and 50,975; ore, 30,746 and 63,450; mer- 
chandise, L. C 223,967. and 243,753; miscellaneous, 306,824 and 
369,316; total, 82; 1929, 1,055,768. 


61; 


oe 
1931, 760,890; 1930, 935,5 


Loading of revenue freight in 1931 compared with the two 
previous years follows: 
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1931 1930 1929 

Five weeks in January........... 3,490,542 4,246,552 4,518,609 
Four weeks in February......... 2,835,680 3,506,899 3,797,183 
Four weeks in March............ 2,939,817 3,515,733 3,837,736 
POOF WeGks in BHPTM.....0.000200c0e\00 2,985,719 3,618,960 3,989/149 
Five weeks in May............... 3,736,477 4,593,449 5,182,409 
WORE GE IE oiossisiccidiewciesarreesid 760,890 935,582 1,055,768 

WAIN i anihasnccactatiencieeies seeeee16,749,125 20,417,175 22,380,849 





RAILROAD REVENUES AND EXPENSES 


The Commission’s official statistics on operating revenues 
and operating expenses of Class I railroads as a whole for April 
and the four months ended with April, 1931, compared with Aprij 
and the four months ended with April, 1930, prepared from 
carrier reports by the Bureau of Statistics, follow: 





April 
1931 1930 
Average number of miles operated......... 242,707.67 242,657.87 
Revenues: 
NEE -Widindwsceisiie cule a miewuaavemeta soemne $283,711,179 $345,815, 228 
Passenger ... oo 947,272,282 $59,607,633 
SE sta ad Rone dae Gib ps6 area Wie Nisid ss 'k-aiwle wana 8,816,889 9,247,394 
re re en ee eee ee 9,013,582 10,960,405 
All other transportation. ........ccecces 12,532,696 15,661,036 
EE CREF EL Cre TT ee 7,641,043 9,167,436 
Pe Seo. ne 947,575 1,081,620 
PORE FOCI 6.5.0 66s 6 0c scctvrccces 282,938 307,493 
Railway operating revenues........ 369,652,308 451,233,259 
Expenses: 
Maintenance of way and structures.... 51,483,685 68,218 449 
Maintenance of equipment............. 74,858,129 91,058,265 
BEE nvsnie bagwhes iene seebiees seeeeaws 10,138,695 11,010,251 
TTOMOROFEREION. 66:¢0.0200060% Paiceannes wanes 135,313,383 158,250,447 
Miscellaneous operations ..........+.+. 3,568,153 4,434,514 
OEE EEE EE OT ee 15,808,314 16,502,918 
Transportation for investment—Cr..... 552,815 1,195,647 
Railway operating expenses........ 290,617,544 348,279,197 
Net revenue from railway operations...... 79,034,764 102,954,062 
ERP CE Too 650 0cckcccwecenesese 28,154,213 29,997,233 
Uncollectible railway revenues............. 66,485 87,903 
Railway operating income.............. 50,814,066 72,868,926 
Equipment rents—Dr. balance.............. 8,962,624 8,359,427 
Joint facility rent—Dr. balance............. 2,777,129 2,197,154 
Net railway operating income.......... 39,074,313 62,312,345 
Ratio of expenses to revenues (per cent)... 78.62 77.18 
*Includes $2,263,641 sleeping and parlor car surcharge. 
fIncludes $2,916,681 sleeping and parlor car surcharge. 
Four Months 
1931 1930 
Average number of miles operated...... 242,720.85 242,747.7 
Revenues: 
i OE ECE uaicenitecd $1,109, 463,872 $1,356,519,355 
Passenger ...... pias ae od alana aan saa *194,225,510 7 253,191,256 
BR errr ne eee ee 35,199,939 37,081,313 
I ing ce dbbs pORONC Rae swe KOs Ses 28,915,759 38,322,370 
All other transportation............. 47,650,394 58,826,826 
ee, rr rrr eee ere 30,109,283 36,677,708 
i  &: e 3,756,951 4,312,043 
SOME FROUMI—— DE. .6.0.0:0.0 0060000 s00ces 1,061,649 1,245,782 
Railway operating revenues..... 1,448,260,059 1,783, 685,089 
Expenses: 
Maintenance of way and structures 183,406,266 238,058,315 
Maintenance of equipment.......... 299,758,504 370,245,571 
EE SB aRaliecatGarenwdues dimes sehue 40,045,858 43,968,661 
NE ENNIE c ci ca saaweeeenisae eee 549,501,146 654,408,605 
Miscellaneous operations ........... 14,788,648 18,387,091 
i RRR Er ern 62,994,516 65,935,862 
Transportation for investment—Cr.. 2,171,519 3,963,445 
Railway operating expenses..... 1,148,323,419 1,387,040,660 
Net revenue from railway operations... 299,936,640 396,644,429 
ee re 110,163,866 118,144,072 
Uncollectible railway revenues.......... 286,717 362,022 
Railway operating income........... 189,486,057 278,138,335 
Equipment rents—Dr. balance........... 33,340,552 31,084,599 
Joint facility rent—Dr. balance......... 10,008,726 8,248,642 
Net railway operating income....... 146,136,779 238,805,094 
Ratio of expenses to revenues (per cent) 79.29 77.7 


*Includes $ 9,823,356 sleeping and parlor car surcharge. 
fIncludes $12,363,784 sleeping and parlor car surcharge. 


REVENUE TRAFFIC STATISTICS 


For the three months ended with March Class I railroads 
had passenger revenue of $146,847,323 as compared with $193; 
398,553 for the corresponding period of 1930, according to revenue 
traffic statistics compiled by the Bureau of Statistics of the Com 
mission from carrier reports, not including switching and ter- 
minal companies. 

The number of revenue passengers carried was 157,162,000 
as compared with 187,265,000 in the 1930 period. Revenue 4 
passenger mile averaged 2.709 cents as against 2.869 cents iD 
the 1930 period. 

In March the passenger revenue was $47,111,878, as against 
$61,748,954 in March, 1930. Revenue passengers totaled 53,297, 
000 as against 62,458,000 in March, 1930. Revenue a passenger 
mile averaged 2.679 cents as against 2.839 cents in March, 1930. 

Freight revenue for the three months aggregated $825,018- 
403 as compared with $1,008,634,086 for the 1930 period. Revenue 
tons carried total 399,702,000 as against 492,775,000 for the 193! 
period. Revenue a ton mile averaged 10.46 mills as against 10.54 
mills for the 1930 period. ; 

In March freight revenue totaled $290,972,818 as against 
$344,779,922 in March, 1930. Revenue tons carried totaled 1%/, 
618,000 as against 162,669,000 in March 1930. Revenue a ton mile 
averaged 10.74 mills as against 10.89 mills in March, 1930. 
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June 20, 1931 


MOVE FOR MORE REVENUE 
The Trafic World Washington Bureau 


Expedited handling of the petition for more revenue by 
means of a 15 per cent increase in rates, with exceptions, filed 
py the railroads June 17, is expected by those familiar with 
precedents est by the Commission in proceedings of this char- 
acter. 

The Commission June 18 held a conference on the application 
of the carriers for a fifteen per cent increase, with a view to 
determining how the matter should be handled. No conclusion 
was reached. Among the questions that seem to require early 
decision is as to whether percentage supplements to tariffs will 
be accepted by the Commission for filing. 

The day the petition was filed Chairman Brainerd announced 
that, as soon as the commissioners had had an opportunity to 
read the petition, the Commission would consider the matter 
and make announcements as to the steps to be taken. When 
the petition of the carriers was laid before each member of 
the Commission on June 17, the clerical force of the Commission 
stamped it No. 24520, on the Commission’s formal docket. That 
was done although the Commission had not held a conference 
on the subject in which it could have instituted a formal pro- 
ceeding on a document in hand. However, the fact was taken 
as indicating that the Commission, informally, before the peti- 
tion had been received, had come to the conclusion that the 
moves made by the carrier executives required, when the time 
came, the institution of a formal docket proceeding, warranting 
either a regular formal docket number or one of the ex parte 
numbers. The practice of the Commission, in the matter of 
numbering advanced rate proceedings, has not been uniform. 


Disposition in sixty or seventy days, in the light of prece- 
dents established in the 15 per cent case of 1917, Ex Parte No. 
57, 45 I. C. C. 303, and Increased Rates, 1920, Ex Parte No. 74, 
58 I. C. C. 220, would be expeditious. In the first mentioned 
ease the official classification lines made their first move on 
March 22, 1917, the western on March 27 and the southern on 
April 10. The Commission made its decision June 27. In the 
1920 case the carriers, at the Commission’s suggestion, filed 
applications in the latter part of April and early in May, so as 
to enable it to carry out the mandate of section 15a, incorpo- 
rated in the statute when the revision of 1920, to provide for the 
return of the railroads to their owners, was made. The Com- 
mission made its decision on July 29. In each case consider- 
able time elapsed between the decision day and the day the 
decision was given to the public, the elapsed time being needed 
to get the report into type. 


Apparently the railroads, in preparing the petition filed 
June 17, had before them the mechanics used in 1917, as a 
model suitable for this proceeding. They ask for procedure 
this year similar to that had in 1917. In all the conferences 
held in that year on the subject of the revenue needs of the 
carriers the railroads urged prompt action. In those confer- 
ences the Commission was asked to modify its administrative 
tariff filing rules, which, among other things, forbid the filing 
of tariffs proposing new rates percentages of old ones, so as to 
permit the filing in simplified form of schedules proposing a 
general and horizontal increase in all freight rates, except upon 
designated commodities, and to permit such rates to become 
effective on less than statutory notice. Such simplification was 
requested because the publication of all tariffs in forms re- 
quired by the rules would have involved the expenditure of 
hundreds: of thousands of dollars and consumed much time. 
The request for short notice was not granted. Conferences in 
April among representatives of the carriers, the shippers and 
the Commission resulted in agreement, with practically no ob- 
jection, to permit simplified percentage supplements to be filed 
carrying July 1, 1917, as the effective date. Whether those 
tariffs should be permitted to become effective as proposed or 
whether they should be suspended in whole or in part became 
the immediate issue. The permissive order under which the 
carriers filed the percentage tariffs authorized them to file such 
tariffs effective on not less than 50 days’ notice instead of the 
Statutory 30 days’ notice. Some of the protesting shippers 
asked for suspension, on the assumption that the Commission 
could not investigate the subject without such suspension. The 
Commission said that that view was erroneous; that it could 
hold an investigation without suspension; and that it had 
listened to testimony and arguments against allowing the in- 
creases without having suspended the tariffs. 

Further to illustrate the mechanics employed in 1917 and 
Which again may be used this year, it may be pointed out that 
When the Commission had considered the proposal on its merits, 
lt suspended the tariffs proposing increases on classes and 
Commodities which the Commission found had not been justi- 
fied. Thereby it allowed the simplified tariffs on other com- 


The Traffic World 





PAGE 1487 








modities to become effective, with permission to the carriers to 
cancel the schedules that had not been found justified. 

The carriers, in their present petition, point out that the 
percentage method was employed by them, with the approval 
of the Commission, in the advanced rate cases of 1914, 1917 and 
1920; also by the Director-General in 1918 and by the Commis- 
sion itself in the reduced rate case of 1922. 

As to the methods to be employed, the petition of the car- 
riers urging simplicity of tariffs and expedition in consideration 
it is believed, follows closely the precedents. The recommenda- 
tions of the carriers “that the investigation to be made by the 
Commission upon this statement and application should be of 
a limited character and should be for the purpose of reaching 
a determination as to whether or not the general schedules 
of rates and charges proposed should be permitted to become 
effective without suspension” is regarded as going beyond the 
matter of methods. That idea is strengthened by the declara- 
tion which immediately follows, namely, “Such a determination 
obviously calls for no decision concerning the ultimate reason- 
ableness of the rates proposed.” 

The usual view among shippers is that any proposal to 
increase rates raises the question as to their reasonableness 
and that the Commission may not lawfully disregard the ques- 
tion of reasonableness. 

Prior to the filing of the petition it was pointed out among 
Commission men that the railroads had not taken advantage of 
decisions by the Commission permitting them to have increased 
class rates in the east and west, estimated by the Commission 
to give them about $32,000,000 more revenue, and other decisions 
permitting increases such as in the Hoch-Smith petroleum cases. 
The railroads have never admitted any such increase in revenue 
as even being possible. 

One of the complaints among Commission men is that the 
railroads have given them little aid in finding the commodities 
from which carrier revenue could be increased. A point made 
is that to no noticeable extent since the depression came on 
the land have the railroads come forward with definite proposals 
to increase rates. On the contrary, it is pointed out, many rates 
have been reduced on the initiative of the railroads. Some of 
the railroads’ plans, to cut rates have been disapproved by the 
Commission and some allowed only in part, as, for instance, 
reductions in rates on phosphate rock from Pensacola and 
Mobile to Memphis and St. Louis. 

The other side of the picture in the eastern class rate revi- 
sion case, presented in suggestions for modifications of the 
Commission’s reports, shows that the railroads have objected 
and still object to the reductions in fifth and sixth class rates, 
the ones that carry the heavy loading class traffic. They ob- 
jected and still object to reductions in the long haul class rates. 
They have pointed out that trucks cannot take long haul traffic. 
Therefore, they argue, the Commission should not order reduc- 
tions in long haul rates even if they do not appear symmetrical. 

A definite impression among Commission men is that the 
railroad executives, in this matter, are between an upper mill- 
stone, so to speak, of banking interests imbued with the belief 
that the problem is relatively simple of solution by the Com- 
mission, and a lower millstone of traffic executives imbued with 
the idea that it is hard to find traffic on which higher rates 
could be imposed without driving it from the rails. It is one of 
the best known facts that traffic executives are far from agree- 
ment as to what can be done. Some have the definite impres- 
sion that a considerable number of rates are higher than the 
value of the service and few below that value. 


Text of Petition 


Following is the statement and application for increased 
freight rates filed by the railroads with the Commission: 


The steam railroad carriers of the United States, being confronted 
with an emergency threatening serious impairment of their financial 
resources and their capacity to assure the public a continuance of 
efficient and adequate service, respectfully submit to this Commission 
the following statement concerning their traffic, their financial con- 
dition, their need of additional net railway operating income and 
the manner in which it should be secured. 

Upon the curtailment of business which set in during the latter 
part of 1929, it was apparent that there were two financial policies 
which might be adopted by these carriers. The first was a drastic 
retrenchment in operating and capital expenditures in anticipation 
of a substantial decline in traffic. The second was a continuance 
of a normal program of operating and capital expenditures through a 
period of depression in anticipation of a return to normal traffic con- 
ditions. The first policy was open to the criticism that it would tend 
to intensify the business depression. It meant the immediate furlough 
of wage earners, depriving them of their purchasing power, and the 
immediate curtailment of purchases of materials and supplies, depriv- 
ing the industries producing such materials and supplies of a sub- 
stantial es of their business, leading to the furlough of wage earners 
employed in those industries and the destruction of their purchasing 
power. Such steps would obviously have further reactions in other 
industries and would further intensify the downward trend of in- 
dustry and further impair the economic welfare of the people. 

The second policy was open to the criticism from the standpoint 
of economical management of the carriers that it would continue in 
employment wage earners who were not actually needed to conduct 
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the diminishing volume of transportation and would provide addi- 
tions to the capacity of the railroads when traffic had fallen below 
the measure of existing capacity, thus adding an investment on which 
no present return was possible. f 

After due consideration of these perplexing alternatives, the sec- 
ond policy was adopted. The carriers decided to continue, as far as 
possible, a normal program of expenditures. And in order to _ re- 
assure the business of the country and the governmental authorities 
they publicly announced this policy. They adhered to it as long as 
it could be justified from the standpoint of the trust reposed by 
the railroad security holders in the managements of the carriers 
who were administering property which, though devoted to public 
use, is nevertheless private property. That this policy was so ad- 
hered to is shown by the fact that during the year 1930 in a period 
of declining traffic these carriers made capital expenditures amounting 
to approximately $598,000,000. They also continued in employment 
wage earners whose services were not indispensably necessary to the 
transaction of the volume of business which was offered for trans- 
portation, thereby incurring operating expenses which might have 
been substantially diminished by a program of severe economy. 

In the latter part of 1930 it became evident that the policy above 
stated had failed to accomplish the results desired. It became evident 
that the economic depression was world-wide in extent and was not 
to be of short duration; that the export traffic of the carriers was 
greatly diminishing; and that the production of domestic commod- 
ities was being drastically curtailed with consequently large diminu- 
tion of the volume of domestic traffic. 


The return on the value of the railway property of the Class I 
earriers of the United States, as that value was tentatively found by 
the Commission in 1920, with the addition of the cost of subsequent 
improvements, was diminished until it reached for the year 1930, 3.54 
per cent. The market prices of railway stocks began to undergo 
further decline and railway bonds began to be affected by the ap- 
proach of railway earnings toward the point where the available 
income of the corporations would fail to meet the relationship to 
fixed charges necessary to render them marketable to insurance com- 
panies, savings banks and trusts; a relationship which has become 
an investment standard by which the value of railway bonds in all 
markets is affected. 

The powers left io railway management to meet these adverse 
conditions were very limited. They could not increase rates without 
the approval of this Commission. They could not reduce scales of 
wages without passing through the long procedure of conference 
and arbitration. They could furlough men and they could refuse to 
purchase supplies. They could, and it was economically necessary 
that they should, complete their unfinished programs of capital ex- 
penditures and refuse to embark in any new programs. These things 
have been done during recent months to an extent which has greatly 
reduced capital expenditures and has brought maintenance expendi- 
tures much below the normal level. Many thousands of railway wage 
earners ordinarily employed in the maintenance of railway properties 
have been furloughed. 

The average annual expenditures of the Class I carriers of the 
United States for maintenance for the five years 1925 to 1929, in- 
clusive, were $2,076,400,000, divided as follows: maintenance of way 
and structures $849,700,000; maintenance of equipment $1,226,700,000. 

Expenditures for maintenance for the year 1930 were $1,724,- 
800,000, divided as follows: maintenance of way and structures $705,- 
500,000; maintenance of equipment $1,019,300,000. 

Expenditures for maintenance during the first four months of 
1931 were $478,800,000, divided as follows: maintenance of way $181,- 
300,000; maintenance of equipment $297,500,000. These expenditures 
compare with similar expenditures for the first four months of 1930 
of $603,100,000, divided as follows: maintenance of way $235,600,000; 
maintenance of equipment $367,500,000. 


It is evident that these drastic economies are creating deferred 
maintenance in the properties of the carriers which must sometime 
be made up. It is further evident that low as the return on the 
value of the properties has been during the past months of 1931, it 
is, in fact, overstated and is subject to very substantial diminution 
if the deferred maintenance should be deducted. It is, of course, 
true that some maintenance expenditures normally decline with 
decline in the volume of traffic, but other maintenance expenditures 
are constant. The deficiency in such constant expenditures should 
be deducted from the current returns of net railway operating in- 
come in order to obtain a true estimate of the performance of the 
earriers. Without making this deduction, the return for the first four 
months of 1931 of the Class I carriers of the United States is at the 
rate of 2.24 per cent per annum on the value of the railway property 
ascertained in the manner heretofore stated. This rate of return 
is seasonally adjusted upon the assumption that the first four months 
produce 26.1 per cent of the annual net railway operating income. 

Allusion has been made to the present state of railway credit and 
to the contingency that railway bonds now meeting requirements of 
state laws for investment purposes, and investment standards based 
on those laws, may cease to have that status. It is recognized that 
the interstate commerce act does not assure any particular income 
bearing status either of capital stock or bonds. What the law does 
purport to assure is a fair return for the group as a whole on the 
value of the property held for and used in the service of transporta- 
tion. If, having secured that fair return for the group as a whole, 
some carriers are so affected by an unfavorable capital structure or 
subject to such other disadvantages that they are unable to earn the 
amount of income required te meet investment tests, that is their 
misfortune and the Commission can not be expected to remedy it by 
increases in rates. But the facts are that if the carriers were secur- 
ing a fair return, railway securities which are now appropriate for 
insurance, savings banks and trust investments, would continue to 
maintain that status. Upon such a basis the market for railway bonds 
and stock can be maintained. It is vitally important that it should 
be maintained in order that additional capital may be secured for 
further improvements. Steam railway transportation has not become 
a moribund enterprise. It is essential to the economic welfare of the 
country and indispensable to the national defense. All that is neces- 
sary to the maintenance of an adequate national system of trans- 
portation is that the country should be willing to pay a reasonable 
price for it and that railway investors and railway managements should 
be able to act on that assurance. 


Railway credit has been maintained during recent years upon a 
basis of return on the value of the railway property ascertained in 
the manner heretofore stated, which has been less than that which 
would have been secured by the rate of return, 53% per cent, prescribed 
by the Commission. But the conditions which have made this possible, 
while well understood by the Commission, are perhaps not well under- 
stood by the public, or even by investors in railway securities. The 
facts are that a large amount of funded debt has been outstanding at 
rates of interest less than 5% per cent and that a large amount of 
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assets. To the extent of the income produced by the difference be 
tween the low interest rates on a part of the existing debt ang the 
higher return on the capital represented by that debt, and to the 
extent of the income derived from the uncapitalized assets, marginal 
earnings have been produced which have essentially contributed to 
the support of outstanding securities. . 

Some debt, incurred many years ago, is now outstanding at inter. 
est rates as low as 3% and 4 per cent, and some debt which has been 
outstanding at such rates has recently been refunded at higher rates 
The uncapitalized assets, created by the conservative policies of 
former years, can not be increased without adequate return and must 
gradually become a smaller percentage of the total railway capita] if 
that capital is to be increased. A substantial amount of capita] js 
absorbed each year by improvements required by law or public opinion 
Some of these improvements produce little or no return on investment 
and others produce less than the average return. 

Under such conditions, the ability of the carriers, especially those 
having very conservative capital structures, in recent years, not only 
to earn fixed charges but also substantial returns on capital stock 
does not give a true impression of the earnings of railway property 
or of the stability, under present conditions, of railway credit. . 

The law prescribes that the fair return of net railway operating 
income to which the carriers are entitled is that which is earned under 
efficient and economical management. 

Reference is therefore made to the following indices of operation 

For the Class I carriers of the United States the net ton miles 
revenue and non-revenue per train hour increased from 7,506 in 199) 
to 10,580 in 1929; for the year 1930 they were 10,839. The net ton miles 
per freight car day increased from 389 in 1921 to 547 in 1929; for 193) 
they were 469. i 

Freight locomotive miles per locomotive day increased from 495 
in 1921 to 65.1 in 1929; and in 1930 were 58.0. Passenger locomotive 
miles per. locomotive day increased from 103.4 in 1921 to 120.3 in 1999: 
and in 1930 were 116.1. ; 

The pounds of coal consumed per 1,000 gross ton miles decreased 
from 162 in 1921 to 125 in 1929; they were 121 in 1930. The pounds of 
coal consumed per passenger car mile decreased from 17.7 in 1921 to 
14.9 in 1929; they were 14.7 in 1930. In these figures the consumption 
of all other forms of fuel used on steam locomotives is equated into 
coal. Based on these statistics it may be computed that fuel con- 
sumption for the year 1930 was 28,774,000 tons less than it would have 
been on the basis of the performance of 1921. 

The achievement of the American railways in improving their 
service was summarized by the Secretary of Commerce in his 1926 
annual report. The results there stated have been progressively im- 
proved in subsequent years as shown by the indices of operation which 
have been cited. The following is quoted from the report: 


“Probably the most outstanding single industrial accomplishment 
since the war has been the reorganization of our American railways. 
Our transportation service was not only demoralized by government 
operation during the war but had suffered chronic car shortages and 
insufficient service, not only after the war but for many years before. 
The annual loss from this periodic strangulation in transportation was 
estimated in the department’s annual report of 1925 to amount to 
hundreds of millions a year. The insufficiency of transporiation inter- 
fered with steady industrial operations, created intermittent employ- 
ment, increased the cost of production, and, through periodic strangu- 
lation, caused high prices to the consumer. Manufacturers and dis- 
tributors were compelled to carry excessive inventories as a protective 
measure, thus not only increasing the amount of capital required in 
the business but multiplying the danger of loss by price fluctuation. 

“The railways, during the past five years, not only have built up 
adequate service and given complete correction to those ills, but they 
have, by great ability of their managers, greatly reduced transporta- 
tion costs and thus made rate reductions possible which would not 
have been otherwise the case * * *, The result of this great reorgan- 
ization upon the whole economic fabric of the country has been far- 
reaching.”’ 


In connection with efficiency and economy of operation the ques- 
tion may be raised whether railway wages are reasonable under exist- 
ing conditions. For the determination of wages of railway labor there 
is a procedure prescribed by federal law. This procedure involves, in 
the case of a dispute, three possible steps, the last of which is alterna- 
tive: first, conferences between the railway managements and the 
representatives of railway labor; second, the intervention of‘ Boards 
of Mediation in the event the conferences result in disagreement; third, 
arbitration in the event the two preceding steps fail; or, if either 
party refuses to arbitrate, a finding of facts by a Commission ap- 
pointed by the President. The issues presented in each of these steps 
are of great importance and the economic facts necessary for their 
determination are not easy to assemble and consider. It would be 4 
reasonable prediction to say that if the railway managements were 
now to initiate reductions in rates of pay affecting all classes of rail- 
way employes covered by existing agreements, the proceedings would 
have to pass through the first two and one or the other of the third 
stages. There are at least eight important classes of railway em- 
ployes. A conclusion of proceedings affecting all classes of railway 
employes could not be expected within a period which would enable 
the result to be taken into consideration in the present emergency. 

Concerning the wisdom of initiating such a controversy at this 
time, it is assumed that there will be no substantial difference ol 
opinion. The policy of the federal government, concurred in by the 
managements of most leading industries, is that the revival of indus- 
try and commerce should be predicated, for the time being at least, 
upon the maintenance of existing wage scales. 


Because of this policy and because of the fact that even in the 
absence of such a policy the question of railway wages would require 
a long period for its disposal, and because the condition of these 
carriers does not admit of such prolonged delay in the provision of a 
remedy, the managements of these carriers have not seriously col 
sidered at this time initiating controversies looking to the determina: 
tion of the reasonableness of railway wages. They have concluded 
that if that question must be met and dealt with, it must be at 4 
later stage. 

If the carriers were permitted to participate in periods of pros 
perity equally with other business, they should equally sacrifice 1 
periods of adversity. But they are denied such participation by law. 
Even in periods of prosperity the return on railway capital has been 
meagre and inadequate as shown by the statistics of net railwa} 
operating income and its percentage of the value of railway property. 
During the recent period of great prosperity, when industry was reaP- 
ing unprecedented rewards, the carriers contributed a service ~~~ 
pensable to the creation of this prosperity. The compensation iv 
this service offered by law has been a return on capital only slightly 
exceeding the rate of interest which the ordinary investor receives 
when he invests in well secured obligations. This has been the upPé 
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limit of the reward of risk of railway capital and of efficiency of rail- 
way management. The actual return has been during the years 1921 
to 1930, inclusive, for the Class I carriers of the United States, an 
amount of net railway operating income about two billion five hundred 
and seventy-five million dollars less than the amount which would 
have been obtained had the rate of return on the capital employed 
prescribed by the law been realized. 

The theory of the law is that railway property is private property 
affected with a public use; that in being devoted to such use it foregoes 
exceptional opportunity for the assurance of fair return. If the sacri- 
fice already made under conditions of prosperity is to be greatly 
enlarged because of conditions of adversity, the result is that railway 
property has become public property affected with a private obligation 
to maintain it. It can not be expected that investors in railway 
securities will assume and perform such an obligation. 

In 1920 at the end of federal control, when the need of the carriers 
for additional revenue was urgent, their passenger traffic was sus- 
ceptible of increase in fares. An increase of 20 per cent in the stand- 
ard fare was authorized by the Commission. It needs no extended 
comment to show that increases in revenue can not be derived from 
increases in the present level of standard passenger fare which is, 
generally speaking, 3.6 cents a mile. The disuse of railway facilities by 
owners of automobiles and the increase in the extent of motor bus 
service make it evident that passenger traffic will not sustain further 
increases, It has even been suggested that increased revenue might 
be derived from reductions in passenger fares. Some experiments have 
been made in that direction. They do not encourage belief in their 
success. What is sometimes overlooked is the large amount of net 
railway operating income which would immediately be lost by a reduc- 
tion in standard fares on the business now being transported by the 
steam carriers. Obviously, any reduction in gross revenue on that 
traffic is equally a reduction in net railway operating income. If the 
standard fares of Class I carriers throughout the United States, were 
to be reduced from 3.6 cents a mile to 3 cents a mile, 1634 per cent, it 
would immediately effect a reduction in net railway operating income 
of 1624 per cent of that part of existing gross passenger revenue which 
is derived from standard fares. Such a reduction in standard fares, 
including a similar reduction in all other fares except commutation 
on the basis of the revenues of 1930, would amount to $109,300,000. 
It is impossible to see where the passenger traffic exists tributary to 
the steam carriers which would make up that deficiency. In that con- 
nection, it is to be remembered that any new traffic would, as well as 
the existing traffic, be transported on a much higher operating ratio 
due to the reduction in the fare. 


It is well known that a substantial volume of freight traffic has 
been diverted to motor truck transportation. This development is 
recent. It has expanded in unforeseen ways and may have been 
accentuated by the present depression in business. It appears not to 
have reached a stabilized condition of operating cost and investment 
return. It is not possible to make a reliable estimate of the amount 
of railway traffic which is now subject to motor truck competition 
under existing railway freight rates, and still less is it possible to 
make a reliable estimate of the extent to which any given increase 
in railway freight rates would further divert traffic from the railroads 
to this form of transportation. 

Although there are instances of long distance hauls by motor 
trucks, the area of effective competition appears, generally speaking, 
at present to be measured by a distance of 150 to 200 miles. The rate 
structure of the steam carriers is particularly wanting in that flexi- 
bility which would enable them to meet this competition. The practice 
of the steam carriers has always been to make the rates relatively 
higher for short distances because the terminal expenses are constant 
and the longer hauls tend to absorb them. The rate scales which have 
been established by the Commission, proceed upon the same theory. 
Section 4 of the Interstate Commerce Act provides that excepting as 
the Commission may relieve the carriers from the operation of the 
rule, they shall not ‘‘charge any greater compensation as a through 
rate than the aggregate of intermediate rates subject to the provisions 
of this Act.’’ It is becoming probable that the rule of rate making 
hereafter should be precisely the opposite of this requirement if the 
steam carriers are to continue in a competitive position with respect 
to short haul transportation. It is probable that short haul traffic 
should be treated somewhat as a by-product and that for the shorter 
distances the rates should be relatively lower and for the longer dis- 
tances where the motor truck competition is not effective they should 
be relatively higher. This would frequently result in through rates 
exceeding the sums of the local rates. In order to establish such a 
rate structure a radical reconstruction would have to be made and a 
measure of relief from the provisions of the law never heretofore 
contemplated would have to be granted by the Commission. 


It may also be that extensive changes in the classification of com- 
modities will be necessary. The present classification, as revised from 
time to time by the carriers and the Commission, with the applicable 
rates, constitutes the most elaborately refined adjustment of charges 
to services which can be found in the economic structure of American 
business. It has been, and is, a vital factor in that economic structure. 
Consequently an extensive revision may be attended with far-reaching 
consequences, 


The classification is based upon various factors such as the value 
of the article, its weight as compared with its bulk, the risk of its 
transportation and the competitive relationship of the articles in the 
various classes. These factors are much disregarded in the charges 
_ by motor trucks which are very largely made upon the basis 

space, 

This is merely a partial statement of the problem of truck com- 
petition. It indicates that the problem is one of great complexity and 
detail. It further indicates that no program dealing comprehensively 
With this feature of the situation can be worked out now. It is very 
probable that no comprehensive program affecting all traffic competi- 
Uve with other forms of transportation can be worked out at any one 
time in the future; and that, on the contrary, particular descriptions 
of traffic will have to be taken up from time to time. 

In emergencies of this character previous experience has shown 
that there is but one method which has ever been adopted either by 
the carriers or the Commission to afford the necessary relief. That is 
a percentage method. That was the method employed by the carriers 
With the approval of the Commission in the Five Per Cent Case of 
1914 and the Fifteen Per Cent Case of 1917. It was employed by the 
Director General during the period of federal control. It was employed 
by the carriers, with the approval of the Commission, in 1920 upon 
the return of the railroads from federal control. It was employed by 
the Commission upon its own motion in 1922 when, after investigation, 
the Commission prescribed a reduction of ten per cent in all freight 
Tates. No other method is available now if relief is to be secured 
in time to meet the situation. Since passenger traffic is not available 
for further increase, the entire increase should be placed on freight 
traffic. Relief can not be secured in time to meet the emergency by 
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proposals for adjustments of freight rates which seek to determine the 
effect of competition of other forms of freight transportation. All 
freight traffic should be subjected uniformly to such increase with 
certain adjustments which do not affect the principle involved. As to 
certain commodities such as coal and coke, it has been the practice 
in all former proceedings in increasing or decreasing rates to select 
a basing rate group; to increase or decrease the rates applying from 
that group a certain percentage and apply the amount thus ascertained 
in cents per hundred pounds or per ton to the existing rate for each 
group within the competitive zone. It is proposed to continue that 
practice in the present emergency. 

The publication of tariffs covering an entire schedule of freight 
rates complying fully with the administrative regulations of the Com- 
mission requires a period of about four months. In 1920, this delay 
was obviated by the Commission which exercised its power to modify 
its requirements as to the publication of tariffs. Percentage supple- 
ments were authorized as to all traffic other than coal, coke and some 
other commodities where the tariffs were comparatively simple and 
where it was feasible to comply with the ordinary requirements of 
tariff publication. These percentage supplements were permitted to 
remain in effect about a year, at the end of which time they were 
superseded by detailed tariffs complying with the administrative regu- 
lations of the Commission. It is proposed that a similar method be 
adopted to deal with the present emergency. 

In view of these considerations the carriers propose that they be 
permitted to increase all freight rates and charges, including joint 
rail and water rates and charges, fifteen per cent, with such adjust- 
ments in the case of coal, coke and certain other commodities as will 
preserve existing. differentials; that as to freight traffic, generally, 
this increase be permitted to become effective by the use of percent- 
age supplements; that as to coal, coke and certain other commodities, 
specific tariffs complying with the ordinary requirements of tariff 
publication be filed. The increases will, as nearly as can be estimated 
on the basis of the traffic of recent months and assuming the continu- 
ance of the present program of severe economy in transportation and 
maintenance expenses, yield the carriers a net railway operating 
income, on an annual basis, less than four per cent on the value of 
their property, ascertained in the manner heretofore described. Since 
this rate of return will be much below the return prescribed by law, 
the case presented does not appear to be one for the determination of 
maximum reasonable rates by the Commission. It is obvious that as 
a revenue proposal the Commission could not find any of the proposed 
rates to be in excess of maximum reasonable rates. If the existing 
emergency has been made clear to the Commission, time does not 
permit the exercise of the power to determine, otherwise than from 
a revenue standpoint, the reasonableness of the proposed schedule of 
rates and charges as a condition precedent to permitting them to 
become effective. Accordingly, the carriers recommend that the 
investigation to be made by the Commission upon this statement and 
application should be of a limited character and should be for the pur- 
pose of reaching a determination as to whether or not the general 
schedules of rates and charges proposed should be permitted to become 
effective without suspension. Such a determination obviously calls 
for no decision concerning the ultimate reasonableness of the rates 
proposed. 

Wherefore, these carriers pray that the Commission grant them 
special permission to file percentage supplements to existing tariffs 
increasing all freight rates and charges fifteen per cent, excepting in 
those cases, heretofore indicated, where specific tariffs on the same 
percentage basis, complying with the ordinary rules of tariff publica- 
tion, may be filed, and that the Commission, as speedily as practicable, 
conduct such investigation as may enable the Commission to deter- 
mine whether such tariffs should be permitted to become effective 
without suspension. If this investigation is conducted by the Com- 
mission, it is suggested that the cooperation of the state commissions 
be invited, as provided by law. 


The statement is signed by J. J. Pelley, chairman, special 
committee of presidents representing the eastern group; H. A. 
Scandrett, chairman, special committee of presidents represent- 
ing the western and mountain-Pacific groups; and W. R. Cole, 
chairman, special committee of presidents representing the 
southern group. 


Support and Opposition 


On recommendation of its transportation committee, the 
Cleveland Chamber of Commerce has adopted a resolution in 
support of the general increase in freight rates proposed by the 
railroads. Action along the line contemplated by the railroads, 
so far as that has been made public, says the report of the trans- 
portation committee to the chamber would be a “sound and con- 
structive step, first to meet the existing emergency in rail trans- 
portation, and, second, toward a return to normal business.” 

That a definite emergency has arisen with respect to rail 
transportation, due to serious: decline in rail revenues, “is gen- 
erally admitted both by the supporters and the opponents of a 
general rate increase,” it is stated. 


Aside from the financial aspects of the situation, which are 
viewed as far reaching, it is pointed out that, from the industrial 
side, “railroad purchases, which represent about one-sixth of 
the country’s total, have been reduced until, for 1931, they are 
running at a rate, little, if any, above twenty-five per cent of the 
average for the last five years.” 

Arguments for and against the railroad proposal for a per- 
centage increase in rates are summarized under seven heaas. 

“While it is true that important diversions of traffic from 
the railroads to competitive forms of service have been going on 
for some years and increased rail rates will increase the scope 
of competition in some fields, the tonnage remaining so far out- 
weighs that which has been or may possibly be lost that a net 
increase will result. Moreover, it is pointed out that rates of 
competing services are generally based upon all-rail rates and 
an increase in that base will be reflected in all types of trans- 
portation. This is particularly true of highway services, many 
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of which are in even more precarious financial condition than 
the railroads,” says the report. 

The greater speed with which a percentage increase in 
rates could be made effective and because that method would 
“cause the least possible burden upon industry” are given as 
reasons for support of the particular method proposed by the 
carriers for relief. It is further held that no substantial relief 
is open to the railroads through reduction in operating costs and 
that, from the shipper’s point of view, the level of rates is much 
less important than their relationship. 

Announcement of the action of the chamber in approving 
the report and recommendation of the transportation committee 
was accompanied by a statement from the president of the cham- 
ber, Randolph Eide. 

“Regardless of the equities of the situation, the railroad 
emergency demands emergency treatment on both financial and 
industrial grounds,” said he. “Transportation, viewed as a 
commodity, is the only one universally used in connection with 
which the producers may set their prices in unison without 
violation of law. It offers the one obvious point at which the 
present economic tendency may be halted and turned upward.” 
The position was taken that the cycle of falling prices, respon- 
sible for hard times, might be turned on itself by an increase 
in price at a point where that was possible. 

The National League of Commission Merchants made pub- 
lic June 16 a letter written to the principal railroad executives 
by Robert F. Blair, of Cleveland, O., president of the League, 
appealing to the railroads to “exempt perishable commodities 
from any proposed increase, being firmly convinced that com- 
pliance with this request is necessary for the best interests 
of the growers, distributors, the public and yourselves.” 


An increase in the rates on fruits and vegetables, according 
to Mr. Blair, would be likely to reduce the total tonnage and 
thus seriously affect the business of the commission merchants 
and of the railroads. An increase of 15 per cent, on the basis 
of 1930 tonnage, applied to the freight revenue paid by the fruit 
and vegetable industry, said he, would produce an increase in 
transportation costs amounting to $40,317,015.75. Continuing, 
he said: 


If the total anticipated increase in railroad receipts due to the 
rate increase is $400,000,000 the produce trade, if the volume of 1930 
Kept up, would pay about 10 per cent of the total amount of the in- 
crease. Last year our traffic amounted to 1.28 per cent of the total 
number of carloads moved and for this service we paid the railroads 
7.11 of the total freight revenue received by them for moving all 
of the traffic of the year. It hardly seems fair that a business which 
already pays 7.11 per cent of railroad revenues for hauling 1.28 per 
cent of the tonnage should be looked to to take care of 10 per cent 
of the increase. 


Please do not misunderstand me—I recognize the serious need 
for additional revenues to the carrier—but I believe I am in position 
to recognize also that the carrier’s needs are not anywhere nearly 
so great as are those of the growers of produce in the United 
States today. I have pointed out to you that the freight rates on 
produce last year equalled 54.91 per cent of the farm value. Please 
remember in this connection that potatoes which last year were 
worth $1.46 are this year worth 98 cents, and that apples which 
last year were worth $1.60 are this year worth $1.17 per bushel. 
I am selecting these two commodities because they are well known, 
rather than for the purpose of bettering my illustration. As a mat- 
ter of fact apples and potatoes are holding up comparatively well. 
But it should be easy to see that freight rates which were 54.91 per 
cent of $1.46 are approximately 81 per cent of 98 cents, and this 
without any increase. Prices on other commodities show far more 
drastic reductions so that it would seem reasonable to believe that 
the net results in money to producers for this year’s operation will 
be far less than the $489,500,000 value for farm produce in 1930. 


Mr. Blair also made the point that “it is still possible to 
sustain human life on the produce raised in any one section 
of the country,” but that the widespread distribution of fruits 
and vegetables with the “unequaled transportation facilities” 
in the country should be sustained and encouraged by exempt- 
ing fruits and vegetables from any increase in rates. 


The North Dakota commission protested, by wire, against 
the reported intention of the railroads to ask for the increase 
without protest or suspension, on the ground that such pro- 
cedure would be unlawful and deny the people of North Dakota 
inherent rights. That body denied the existence of any emer- 
gency requiring general freight rate incréases and urged that 
the petition of the railroads be dismissed. It insisted that the 
carriers be required to proceed in the manner prescribed by 
law and that any tariffs containing increases be subject to pro- 
test and suspension. 

“We assert that economic conditions are such,” said the 
telegram, “that a general rate increase would be disastrous 
and would greatly prolong the present severe business depres- 
sion.” 

Letters and telegrams for or against the proposed increase 
began going to the Commission before the carriers filed their 
application. They will be filed in the correspondence part 
of the record of the case, if and when created by the application 
of the railroads. They will not be treated as testimony unless 
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and until their senders appear before the Commission as 
witnesses. 

As usual, when a general increase in freight rates is pro- 
posed, the President and the Commission are “hearing from the 
country.” The letters to the President are being referred to 
the Commission which acknowledges receipt of them, A nun. 
ber of the letters thus far received are from individuals who 
oppose an increase in rates. 

John T. Collins, Hotel Medford, Milwaukee, Wis., wrote the 
Commission that before the railroads should be permitted to 
increase their rates, the Commission should make all railroaq 
officials and lawyers drop their salaries to not more than $12,009 
annually “and that is more than any of these fellows eyer 
earned.” He also said the “water” should be squeezed out of 
railroad securities. 

Edgar Green, of Warren, O., wrote to President Hoover ask. 
ing him to do all he could to prevent an increase in rates. 

The League for Independent Political Action, of which Dr. 
John Dewey, who recently was unsuccessful in an effort to get 
Senator Norris, of Nebraska, to head a third-party movement, is 
the head, registered its protest against an increase in rates. 

H. A. Dunbar, of Dunbar & Bohlman, Pittsfield, Mass., saiq 
that the remedy that should be invoked to assist the railroads 
should be wage cuts instead of rate increases. He said the Com- 
mission should refuse to permit an increase in rates and should 
recommend reduction in wages of railroad employes. A similar 
position was taken in a letter from the W. F. Cullens Fertilizer 
Company of Camilla, Ga. 

George H. Dieter, chairman of the United States Fisheries 
Association, registered “official protest” of the association 
against an increase in rates. 

Wesley E. Keller, secretary of the Northwestern Retail Coal 
Dealers’ Association, Minneapolis, Minn., protested against an 
increase in rates on coal and other solid fuels. 

The Wyoming Stock Growers’ Association of Cheyenne, 
Wyo., submitted a resolution against an increase in rates. 

H. S. Predmore, of the Economic Minerals and Metals Com- 
pany, New York City, wrote President Hoover, protesting 
against a general increase in rates. 

Other letters protesting against an increase in rates have 
been received from C. H. McEvoy, Lynn, N. H.; Thornton Ham- 
ilton, of the Cuero Cotton Oil & Manufacturing Company, Cuero, 
Tex.; Elbert & Company, New York City, member of New York 
Produce Exchange; Walter McNab Miller, Tuckahoe, N. Y.; 
W. A. Nabors, W. A. Nabors Fruit Company, Winnsboro, Tex., 
against increase in rates on farm products; Sinsel Hardware 
Company, Cameron, W. Va.; Sidney W. May, 126 Fifth avenue, 
New York City, and Higginbotham Bros. & Co., Comanche, Tex. 

William E. Bird, Jr., of New York City, urged the Commis- 
sion to take prompt favorable action on the petition of the 
railroads. 

W. B. Siler, of Jellico, Tenn., wrote a letter to President 
Hoover in favor of an increase in rates. 


State Commissioners Act 


The committee on cooperation between federal and state 
commissions of the National Association of Railroad and Util- 
ities Commissioners was to meet at the offices of the federal 
Commission June 20 for consideration of the situation produced 
by the filing of the carriers’ petition with the federal commis- 
sion and their announced intention of filing identical petitions 
with the state commissions of all states which by law require 
commission approval before intrastate advances may be made. 
The members of the committee are Paul A. Walker, Oklahoma, 
chairman; Ben C. Larkin, North Dakota; Commissioners Lewis 
and Tate of the federal Commission; Hugh White, of Alabama; 
H. G. Wells, of Masachusetts, and John E. Benton, general sol- 
icitor of the association. Commenting on the situation, Mr. 
Benton said: 

It is clear that any straight percentage advance in all interstate 
freight rates and charges without accompanying changes in intrastate 
rates and charges, would immediately destroy existing relationships 
between intrastate and interstate rates. The interstate proceeding 
is one, therefore, which. is especially within the scope of the C0- 
operative provisions of section 13 (3) of the interstate commerce act 
and is an appropriate one for the application of the cooperative plan. 

Whether any hearing which may be held before the Interstate 
Commerce Commission upon the carriers’ application should be =f 
operative, with participation therein by the state commissions throug 


a committee of state commissioners selected for that purpose, 1s, 
therefore, an important matter for immediate consideration. 


FASTER FREIGHT SERVICE 


New and faster freight service out of Boston and other 
New England points, providing third morning delivery in Chi 
cago, was placed in effect June 18 by the Pennsylvania. Here 
tofore the best freight service from Boston to Chicago has bee? 
on the basis of fourth morning delivery. This follows, by 4 
few weeks, inauguration the latter part of April of third morning 
delivery from Chicago to Boston, as well as other New England 
points between Boston and New York. 
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ILLINOIS RIVER BARGE SERVICE 


(By a Staff Correspondent at Peoria, IIl.) 


A new era for the middle-west, with restoration of the 
economic balance between that section of the country and the 
eastern seaboard, overturned by the Panama Canal, was the 
enthusiastic prediction of speakers at ceremonies, June 15, at 
peoria, Ill, dedicating a new $400,000 rail and river terminal, 
puilt by that city and turned over to the Inland Waterways 
Corporation to serve as a point of receipt and dispatch of ship- 
ments by the government barge line service. 

An elaborate demonstration, participated in by several 
thousand Peorians, as well as delegations from various other 
points throughout the Mississippi Valley, marked the arrival of 
the first tow of barges from St. Louis, carrying several hundred 
tons of sugar, coffee, burlap, and miscellaneous merchandise 
shipped from lower Mississippi ports. 

Secretary of War Patrick J. Hurley and Major General T. Q. 
Ashburn, chairman of the board of the Inland Waterways Cor- 
poration, were the principal speakers at a luncheon in the 
warehouse terminal and on the freight interchange dock, at- 
tended by some 1,600 people. Loud speakers carried the ad- 


na 








Flotilla of the Inland Waterway Corporation leaving St. Louis 
for Peoria. 


dresses to other hundreds milling about the terminal who were 
wable to obtain seats, and a mid-west radio hook-up carried 
them to a still wider audience. 

In addition to those by Secretary Hurley and General 
Ashburn, short talks were made by nearly a dozen other nota- 
bles, either locally or nationally connected with waterway de- 
Yelopment, including Congressman William E, Hull; J. B. 
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Rennison, New Orleans Port Commission; Len Small, former 
governor of Illinois; William Hale Thompson, former mayor of 
Chicago; Mayor Homer Ahrends, of Peoria; and Fred E. Ster- 
ling, lieutenant-governor of Illinois. 


Address by Secretary Hurley 


In opening his address, Secretary Hurley said he brought 
the “greetings of the greatest exponent of improvement of inland 


i. 











Promptly at 12:00 o’clock, noon, the tow boat General Ashburn, 
placed two barges alongside the house boat of Peoria’s modern rail- 
river terminal. 


waterways in the United States—President Herbert Hoover.” 
With a soil as rich as the valley of the Nile, the creation of 
a proper transportation system would certainly bring to the 
territory through which the Illinois River runs outstanding 
industrial and agricultural development, he said. 

President Hoover, while Secretary of Commerce, speaking 
in Kansas City October 19, 1925, he went on, made “prophetic 
remarks” when he said he visualized “the Mississippi system 
as 9,000 miles of connected waterways—a transportation system 
of which some 3,100 miles are trunk lines and 6,000 miles of 
laterals. That is, a main north-south trunk line 1,500 miles 
in length, reaching from New Orleans to Chicago and there 
connecting with the Great Lakes system, and crossing this, a 
great east-west trunk line -with 1,600 miles in length, from above 
Pittsburgh through Cairo to Kansas City. .. It will serve 
the vast heart of American agriculture and will place great 
commercial and industrial cities with upward of 7,000,000 people 
in the cheapest communication with each other and it will con- 
tribute to the cheaper transportation of agricultural and bulk 
commodities over a great hinterland of states.” 

Secretary Hurley said the opening of the Peoria terminal 
and the inauguration of service on the Illinois River by the 
Inland Waterways Corporation “marks a decisive step forward 
in the progress of this prophetic vision,” and added: 


To connect the Great Lakes and the Mississippi there yet re- 
mains to be completed the portion between Peoria and Chicago. To 
the accomplishment of this every effort is being put forth. The com- 
pletion of this project, with the completion of the 6-foot channel on 
the Missouri as far as Sioux City, and a 9-foot channel on the Mis- 
sissippi as far as St. Paul and Minneapolis, together with the Ohio 
and other improved tributaries of the Mississippi, will mark the final 
connection by water transportation of the industrial centers of the 
United States with the agricultural regions of the northwest. 

Peoria is on the connecting link between the two greatest inland 
waterway systems in the world—the Mississippi system and the 
Great Lakes system. It is the intention of the federal government 
to develop both these systems to their full capacity. 

In connecting the Great Lakes with the Mississippi, it is the in- 
tention of the war department to so plan and to operate the works 
for navigation as to conserve with the greatest care the levels of 
the lakes. The great sums that the federal government has ex- 
pended on the harbors and the connecting channels of the lakes will 
not be jeopardized. 

It will be possible for the city of Chicago to so treat its drain- 
age as to protect its own water supply, to conserve for the best use 
of its people the wonderful waterway intersecting its industrial area 
that it has at so great expense thus far developed, and at the same 
time protect all of the people living on the Illinois waterway and 
the beautiful Illinois River from polluted waters. We are now study- 
ing, in conjunction with the authorities of Chicago, the most prac- 
ticable thing to do to give to it a water terminal commensurate with 
its importance now and the greater importance that it is sure to 
enjoy in the future. We are anxious to see the lake front of Chi- 
cago developed for the beauty of the city and for the recreational 
enjoyment of its many people. The war department will cooperate 
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in the development of a commercial port in keeping with the meet- 
ing place of the water transportation of the lakes and the Mis- 
sissippi system. ’ 

I commend the vision of this alert community in making this 
terminal an excellent example of public utility. I commend the pro- 
fessional technique of the builder. It is pleasing to see it alongside 
of a railroad yard, silently and eloquently beckoning and _ inviting 
an interchange between rail and water for the benefit of both trans- 
portations of the public. , 

There are those who say that the policy of the government in 
the development of its inland waterways is detrimental to the wel- 
fare of the railways. My own opinion is that the nation will have 
need for every element that goes to make a complete transportation 
system. The elements of the system are not in conflict with each 
other. They supplement each other. Highways, railways, waterways, 
airways, and pipe lines must all be given their respective places in 
our national transportation system. The growth of the population of 
the United States will make necessary the development of all of these 
forms of transportation. Transportation creates commerce. Trans- 
portation is the life of commerce. The people of the nation are 
entitled to the most economic form of transportation. The whole 
system, if properly developed and coordinated, will not injure the 
railways. It will promote their prosperity. 

It should be borne in mind that while the government is now 
developing the inland waterways, it has in times past contributed 
to the construction of the railways. In fact, the policy of the gov- 
ernment from the beginning has been to assist in the development 
of transportation systems. It began by building roads and trails. It 
reached its highest activities in its contributions to the transcon- 





The land side of the terminal with some of the participants in cele- 

bration of “arrival of the boats from New Orleans.” The twenty- 

five ton locomotive crane belonging to the new terminal can be seen 
at the left. 


tinental railway lines. Since the coming of the automobile industry, 
it has contributed in large measure to the construction of highways. 
It has contributed to the development of air transportation and is 
now making a definite effort to bring into operation for the benefit 
- the citizenship our enormous inland waterways transportation sys- 
em. 

The government plays no favorites in its support of the various 
transportation systems. It recognizes all of them and supports all 
of them. It considers all of them indispensable to the proper de- 
velopment of our nation. Each form of transportation has its own 
mission and supplements all others. 

I congratulate Peoria today on the confidence it has shown in 
water transportation by the erection of this splendid terminal. I 
congratulate it on the splendid service rendered by its congressman, 
Honorable William E. Hull, who has wholeheartedly and consistently 
supported the plan for water transportation. He has been instru- 
mental in having this community construct this terminal. I com- 
mend him for his faithful and meritorious service and his ever con- 
stant zeal for the welfare of his constituents. 


Ashburn Speech 


Opening of the Peoria terminal, said Genera) Ashburn, 
marked the first expansion “of your governmental agency to a 
tributary of the Mississippi.” The next expansion, he said, 
would be on the Missouri River, “and it is a question in my 
mind whether we will get to Chicago or Kansas City first.” 
The middle-west, he said, was suffering from operation of the 
Panama Canal. Its natural markets had been taken from it 
by industries located on the eastern coast. Th2 government 
disrupted the normal economic adjustment between the middle- 
west and the rest of the country and it was the government’s 
place to restore that balance, he argued. Development of the 


waterways of the Mississippi Valley would do that, he insisted. 

“The wholesale merchants of Peoria will not only be able 
to obtain supplies more cheaply, by using the barge service, 
but will be able to give the retail dealers their supplies at 
Operation of this barge service will most cer- 
“The cargo you see 


at lower cost. 
tainly not hurt the railroads,” he declared. 
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today will for the most part be carried to its final destination 
by railroads, and this cargo would not have moved but for the 
waterway. . . . Too much has been said about the effect 
of rail, water and highway competition and too little about the 
interest of the public in getting the cheapest transportation 
possible.” 

Water transportation, he declared, had been destroyed by 
the railroads. It was his observation, based on many trips 
along the highways of the country, he said, “despite the 
avalanche of propaganda that there are hidden costs in water. 
way transportation,” that the man in the streets is only inter. 
ested in the dollar he pays out in freight charges. 

“I have never been able to understand why the railways 
should be so bitter about waterways, as water transportation is 
the only competing form which brings to them more revenue 
than it takes from them,” said he. “The utilization of our 
interior streams, as demonstrated by actual experience, does 
not result in a loss of revenue to the railroads, to their vital 
injury.” 

The general repeated a challenge he said he had made in 
New York City February 26, 1931, to any railroad to “quote one 
single instance where a freight train has been removed from 
its schedule on account of purely water competition.” He said 
this challenge had remained unanswered. Since the railroads 
apparently could not point to such an instance, said he, he asked, 
“why should they try and convince their employes that they 
should oppose a policy which does not hurt them, but actually 
offers them a means of saving some of their money?” 


Answering contentions that the barge line did not take into 
consideration tax and interest charges and maintenance of 
waterway costs, the general said that to saddle this “pioneer-. 
ing demonstrative work, which is bringing back water trans- 
portation, with a preposterous system of charges which do not 
exist, which the people have willed should not exist, is to deny 
to the people the right to reap the benefit of the investment 
made.” Continuing, he said: 


The importance of a proper interchange terminal can be impressed 
upon you by the mention of the fact that 39 cents out of every dollar 
spent by us in operations, goes to terminal expenses. 

These expenses at Peoria will include 15 cents per ton paid to 
the city for every ton of freight which passes over the terminal, 
the cost of transfer from car to barge, and vice versa, all of which 
must be paid by the barge lines and still give you cheaper rates. 
This 15 cents per ton, including the maintenance of your terminal, 
taken over by the barge lines, will gradually furnish you a revenue 
sufficient to pay all charges and amortize your investment. The more 
freight that passes over your terminal, the more revenue you will get, 
so it behooves you to cooperate locally, and to get your interior cities 
to patronize the barge lines for two reasons; to give them cheaper 
transportation, and to increase your revenues. 

You will be told, because the immediate returns are not enormous, 
that you have been foolish to invest your money; that the terminal 
will be a white elephant, and partisan and biased reports circulated 
to prove to you that you ought not to use the terminal, because of 
‘hidden costs,’’ etc. You may rest assured, my friends, that there 
are no hidden cost to this terminal. You know the amount invested; 
you know what is a reasonable return, and you will soon know 
that you will save money by using it, and lose money by not using 
oe 5. 
Recently the I. C. C. has issued an order prescribing that divisions 
of accruing revenue:for joint service performed should go to the par- 
ticipating rail and water carriers. If this formula be accepted—the 
Commission leaves its order open to appeal—there is no question in 
my mind as to indefinite extension of the savings to be given the 
public by joint rail-water, or joint rail-water-rail rates. 

This matter, however, is not one to be settled in a day, a week, 
or a year. Gradually but surely it will be made effective, and we, 
who represent you, can only ask for patience. Consider what has 
already been done, consider that you are now vitally and permanently 
interested, since you have shown your faith in your cause by the 
investment of your own money, and do not allow yourselves to be 
led aside by any arguments in favor of anything but a practical co- 
ordinated system, from a full fruition of the effort made by you, 
and by your forefathers, to create a national system of transporta- 
tion, giving you cheaper and better transportation, with a living 
return to all concerned in such coordination. And by such coordina- 
tion I do not mean the absorption of any particular form, or forms, 
by another. Each should be independent and cooperative, for if 
we permit gradual absorption of all forms into a single form, Wwe 
may wake from our dreams to find ourselves clasped in the tentacles 
of a gigantic octopus. 


Public Celebration 


The ceremonies began at the City Hall, where Secretary 
Hurley reviewed four companies of the Illinois National Guard, 
drawn up on one of the principal business streets. An Ameri 
can Legion drum and bugle corps, wearing polished. steel hel- 
mets, glistening under a hot sun, played a medley of stirring 
calls familiar to many of the onlookers. The procession, headed 
by a squad of local police, the Secretary of War, and other 
dignitaries, then got under way and moved through the city 
streets to the foot of Main Street and the spick-and-span neW 
terminal. A few moments after arrival there, promptly at noon, 
as scheduled, the towboat, “General Ashburn,” one of the newer 
steamboats of the government barge line service, whistled its 
arrival at the dock. It was an excellent spectacle, with bands 
and all the trimmings, bringing out the people that they might 
know “the barges from New Orleans are here”—after half 4 
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century of dreaming, as Congressman Hull later phrased it at 
the luncheon. 

Following the luncheon and speaking, there was a band 
concert on the terminal platform and the crowd was permitted 
to inspect the equipment both of the terminal and the barge 
fleet—the latter consisting of five barges and two towboats, 
the Wanoka having brought three barges up the river in 
addition to two pushed up by the General Ashburn. The fleet 
left St. Louis June 12. The cargo was all billed to local Peoria 
receivers, joint rates with the railroads not taking effect till 
later in the week. 


PRIVATE BARGE LINE SERVICE 


The towboat, “Louisiana,” of the Mississippi Barge Line 
Company, arrived at St. Louis June 16 from New Orleans, tow- 
ing two barges laden with 300 tons of coffee, sugar, and mis- 
cellaneous freight. This barge service is the first under private 
ownership and operation since the halcyon era on the Mississippi 
River. 

L. Wade Childress, president of the Columbia Terminals 
Company, of St. Louis, is president of the barge line company, 
and Carl J. Baer, with offices in the Cotton Belt Building in 
St. Louis, is vice-president and general manager. 

The company has invested $3,500,000 in equipment, which 
consists of fifty barges and three towboats, the “Louisiana,” 
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Arrival of barges at St. Louis. 


“Tennessee” and “Indiana.” Capt. A. R. Smith, who is in gen- 
eral charge of the craft, says the round trip between New Or- 
leans takes twenty days. 

The “Tennessee” hauls barges up and down the Ohio River, 
delivering them to or receiving them from the “Louisiana” or 
“Indiana” at Cairo. The “Indiana” and “Louisiana” ply the 
lower waterway between St. Louis and New Orleans. By co- 
ordination of the tows at Cairo, the line provides regular freight 
service on the Ohio and Lower Mississippi. 

The “Lousiana,” which made the initial trip to St. Louis, 
is 200 feet long. It is an oil-burning, turbo-electric driven boat, 
with 2,000-horsepower engines. 

President Childress and stockholders of the company, with 
business friends, inspected the fleet, which was in command 
of Capt. Marvin Lavert, of Baton Rouge, La., who was formerly 
connected with the Mississippi-Warrior service. 


MOTOR TRANSPORT, A. R. A. - 


A meeting of the general committee and regional chairmen 
of the motor transport division of the American Railway Asso- 
clation was held at Chicago June 16 and 17. The regular meet- 
ing of the division was called off because of the need for econ- 
omy, but the executives of the organization met to plan for the 
next meeting of the division, expected to be some time in Octo- 
ber. It was stated that, at the coming meeting, all matters 
Pertaining to the efficiency and economy of transportation from 
traffic and operating points of view, so far as the motor truck 
and bus enter into those matters, would be completely covered. 

“Coordination of highway and rail transportation is coming 
more rapidly than most of us realize,” said one representative 
at the Chicago meeting. “It has taken this division a couple 
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of years to get its stride, but the discussion indicated that most 
of us are beginning to feel that we have the necessary informa- 
tion and technique to coordinate the two types of transportation 
service—that we can at least work intelligently at the job.” 

It was emphasized that the work of the division is to find 
out what is happening, what has happened, with reference to 
highway transportation and to make recommendations as to 
how the railroads can effectively use the new agency. “We are 
not trying to throttle any form of transport,’ it was insisted. 
“We merely want to see that each pays its own way.” Further 
to enforce that point, it was stated that, at the meeting, in the 
course of discussion, one of the railroad representatives had 
asserted that the exceptional prosperity of 1929 and leading up 
to that was a direct result of the automobile—to which it was 
parenthetically added that, also, the automobile was responsible 
for the depression. The view was expressed that the automo- 
bile, in more than a figurative sense, had turned loose a “power 
that is running away with us. We don’t know how to handle it.” 


FRISCO PASSENGER CHANGES 


Extensive changes in schedules of Frisco passenger trains 
have been announced by the general office of that line in St. 
Louis. In a few instances, running time of trains between ter- 
minals has been shortened, but, for the most part, the changes 
are a realignment of schedules, in part necessitated by with- 
drawal of service or its consolidation, with, in one or more in- 
stances the substitution of motor car service for former steam 
service. Material alterations have been made in schedules and 
service between St. Louis and Oklahoma City, Kansas City and 
Oklahoma City, Kansas City and Memphis, Kansas City and 
Birmingham, St. Louis and Memphis, as well as in the interme- 
diate territory. 


COORDINATED FREIGHT SERVICE 


“A new kind of freight train’—“The Maine Bullet’—began 
service between Portland, Me., intermediate New England points 
and New York June 15, a train operating in each direction. 
The new service is operated by the Boston & Maine and the 
New Haven, jointly. Coordinated with motor truck schedules 
and schedules of other fast freight trains, according to the 
announcement of the new service will give deliveries on freight 
shipments overnight at each end of the run, before a letter 
mailed at the same time could be received. The coordinated 
freight service will give more than 500 cities and towns in 
northern and southern New England overnight freight service 
between those districts and to and from New York, it is said, 
cutting previous schedules 24 hours or more in most cases. A 
group of railroad, state and civic officials participated in a cele- 
bration staged at Portland on the departure of the new train. 


FAVORS REGULATION EQUALIZATION 


Calling attention to various phases of public interest in 
maintenance of adequate rail transportation and revenues of 
the rail carriers, as well as asserting that “the absence of fair 
and just regulation of transportation agencies has seriously 
affected the earning power of railroads,” the Transportation 
Club of Decatur has adopted a resolution asking that compet- 
itors of the railroads be regulated. The club “believes that 
there is a present and -pressing necessity for controlling un- 
regulated competitors of the railroads in the field of trans- 
portation,” says the resolution, “and that such unregulated 
competitors be compelled to submit their operations to rules 
and regulations fixed by lawful authority to the end that such 
unregulated competitors will not only be put upon an equal 
footing with the railroads, but that the safety and convenience 
of the public at large be recognized, protected and secured 
against the activities of such agencies, which are at the present 
time endangering the welfare of the general public, as well as 
disorganizing and destroying the transportation facilities of this 
country.” 

Copies of the resolution were sent to representatives in the 
state and national legislatures. 


STATE HIGHWAY EMPLOYMENT 

Employment on state and federal aid roads in the month of 
May was more than a quarter of a million persons and is still 
increasing, according to a statement received by Fred C. Crox- 
ton, acting chairman of the President’s Emergency Committee 
for Employment, from W. C. Markham, executive secretary of 
the American Association of State Highway Officials. 

“Although the peak in contract lettings for this year’s high- 
way construction season was doubtless reached in April,” said 
Mr. Markham, “employment in increasing as jobs get under 
way. The number of persons employed on highway work prob- 
ably will not reach its height until some time this month—or 
later. 

“The total milage of roads involved in contracts during May 
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for 35 states was 5,128 miles to cost $64,193,390. The total num- 
ber of persons employed in this work during May was 193,270. 
At this ratio of employment in 35 states, the total for all 48 
states would be more than 260,000 persons, an increase of 
approximately 40,000 over April.” 


AIRPLANE ENGINES 


A contract has been approved by Assistant Secretary of War 
F. Trubee Davison and awarded to the Wright Aeronautical 
Corporation, Paterson, N. J., for a total of 156 airplane engines, 
and spare parts, in the total amount of $1,026,164.41. 


AIRCRAFT INDUSTRY STATUS 


Conditions in the aircraft industry are improving and are 
definitely on the upgrade in the opinion of leaders in the in- 
dustry, according to the Aeronautical Chamber of Commerce of 
America, Inc. Reports show that although production and 
sales of commercial planes are less than a year ago, there has 
been a decided increase each month since “the January low,” 
says the chamber. 

For the first four months of this year 491 commercial air- 
planes were produced and 479 were sold, as compared with 703 
commercial planes produced and 694 sold in the corresponding 
1930 period. Production of commercial planes this year by 
months follows: January, 59; February, 88; March, 180; April, 
196. Sales were as follows: January, 55; February, 80; March, 
157, and April, 187. Commercial airplane engine production 
and sales in the four months exceeded the business done in 
the corresponding period of 1930. Production was 769 units 
as against 732 in the 1930 period. Sales totaled 783 this year as 
against 667 last year. 

In the four-month period, 330 military planes were produced 
and 329 were delivered, as against 197 produced and 239 
delivered in the 1930 period. 


STIMULATING AIR TRAVEL 


Air lines have taken a number of leaves from the book used 
by railroad passenger officers to stimulate travel. The latest 
has to do with the establishment of summer excursion rates 
by the Universal division of American Airways between Chi- 
cago and St. Louis, as well as intermediate points served. 
Round-trip tickets, with a five-day life, are now offered between 
Chicago and St. Louis by the air line for $18.50—slightly more 
than 3 cents a mile. So far as known, the rate is as low as or 
lower than any previously available over any commercial air 
line. The low-rate tickets are good only on early morning 
planes, the afternoon planes having been, for the most part, 
crowded since the coming of good flying weather, according 
to the announcement. 


AIR TRANSPORT SERVICE 


American Airways, Inc., flew 585,666 miles in scheduled air 
transport service in May and carried 123,230 pounds of mail 
and 3,318 passengers, according to an announcement by Frederic 
G. Coburn, president. Despite a decrease in mileage due to 
inclement weather, the mail poundage increased 4.1 per cent 
and the passengers carried 5.5 per cent over the previous month. 


SOUTHEAST ADVISORY BOARD 


A volume of business closely approximating that of last 
year was forecast for the third quarter of this year by basic 
industries reporting to the thirty-fourth regular meeting of the 
Southeast Shippers’ Advisory Board at Atlanta, Ga., June 12. 

Slightly improved prospects reported by the brick, clay 
and products and iron and steel industries indicate that ship- 
ments of those commodities will equal those of 1930. 

The lumber and forest products industry, anticipating a 
slightly better demand than at present, looks for a decrease 
of 10 per cent, due to failure of retailers to carry usual reserve 
stocks, and shipments of pulp, paper and products will be the 
same as last year, according to the reports. 

Continued losses by coal to natural gas, on land, and to 
fuel oil on ships, are still being experienced and a decreased 
movement of 15 per cent is expected by the coal and coke 
operators, it was stated. 

Highway programs under way will result in an increase of 
12 per cent in shipments of stone, sand, gravel, and slag, while 
shipments of cement are expected to equal the 1930 levels. 

A decrease of 23 per cent is predicted for fertilizer and 
materials. The peach crop will be 50 per cent greater than, 


and watermelon production will equal that of, last year. A 
net increase of 18 per cent is forecast for all fresh fruits with 
production and shipments of potatoes and other fresh vegetables 
running approximately to the 1930 figures. 

Indications are that the movement of southeast grain will 
be 9 per cent and grain products 5 per cent less than last year, 
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it was said. Pasture conditions are far better this year ang 
are approximately the same as for the ten-year average. 

Sugar, syrup and molasses shipments will be about the 
same as in 1930, according to the reports from those industries 

Cotton from storage to mills continues to move lightly anq 
a decrease of 10 per cent in shipments is forecast. Reports 
indicate that acreage this year is slightly under last year. 
Sales and shipments of textile goods in certain lines have ¢op. 
siderably improved and with light stocks in the hands of jobbers 
and retailers, movement of textile goods should be about 6 per 
cent better than in the third quarter of 1930. 

In view of the economic situation generally, cottonseed anq 
product shipments are expected to be about eight per cent under 
last year. 

A 5 per cent increase is forecast by the manufacturers of 
furniture. No material change from last year is anticipated by 
machinery shippers. 

Expecting the usual seasonal increase, the producers of 
petroleum and products do not, however, anticipate that con. 
sumption will do other than slightly exceed the 1930 level. 

Other industries reporting through the miscellaneous com. 
modity committee, report scattered indications of better demand 
and anticipate generally a volume of business equaling that of 
the third quarter of 1930. 

Thomas J. Burke, commissioner, Charleston Traffic Bureau, 
Charleston, S. C., general chairman of the board, presided, 
assisted by E. Del Wood, traffic manager, Chattanooga Manv- 
facturers’ Association, Chattanooga, Tenn., vice-chairman, and 
A. J. Young, assistant traffic manager, International Agricultural 
Corporation, Atlanta, Ga., general secretary. 


TAXATION OF RAILROADS 


“More than one-third of their net earnings were paid by the 
railroads in taxes to the various federal, state and local govern. 
ments in the first four months of this year,” says the American 
Railway Association. 

“Reports as to revenues and expenses for the Class I rail- 
roads show that out of each dollar of net revenues received in 
the four months’ period, 36.73 cents went for taxes. 

“On the basis of gross revenues, the amount of taxes for 
the four months’ period totaled 7.61 cents for each dollar thus 
received, the greatest amount for any corresponding period on 
record. For the same period last year, the amount of taxes paid 
by the railroads amounted to 6.62 cents per dollar of gross rev- 
enues, while in 1920 it was 4.77 cents. 

“There has been an almost constant annual increase in the 
tax bill of the railroads, which in 1890 paid a total of 31 million 
dollars in taxes, compared with 365 million dollars in 1930, or an 
increase of 1,087 per cent. 

“The rate of increase for railway taxes in the forty years 
from 1890 to 1930 was more than eleven times as great as the 
rate of growth in population. 

“More than one-third of the property, activities and traffic of 
the railways in the first four months of 1931 were devoted to 
producing net earnings sufficient to pay the tax on railway prop- 
erty as a whole.” 


PIPE LINE STATISTICS 


The Commission has issued its annual statement containing 
selected financial and operating data from annual reports of 
pipe line companies for the year ended December 31, 1930. 
Forty companies are included in the report. As a whole these 
companies, according to the report, operated 45,921.63 miles of 
trunk lines and 42,805.86 of gathering lines. Their investment 
in pipe lines totaled $772,710,908, and other investments, $96,- 
183,651. 

Pipe line operating revenues totaled $237,910,083, and pipe 
line operating expenses, $99,363,742. Tax accruals totaled 
$16,730,653. Pipe line operating income totaled $121,815,688. 
Net income totaled $123,741,282. 

Dividends declared totaled $132,826,432. 
amounted to 1,172,165,080 barrels. 

The number of employes was 21,948 and compensation was 
$40,472,914. 


Oil transported 


CAR SURPLUS REPORT 
The average daily surplus of freight cars in the period June 
1-7, inclusive, was 613,815, as compared with 615,924 cars the 
preceding period, according to the car service division of the 
American Railway Association. It was made up as follows: 
Box, 266,196; ventilated box, 2,508; auto and furniture, | 42,581) 
total box, 311,285; flat, 20,468; gondola, 122,837; hopper, 108,123; tota 


coal, 230,960; coke, 740; S. D. stock, 27,207; D. D. stock, 4,829; Te 
frigerator, 16,050; tank, 700; miscellaneous, 1,576. 


Canadian roads reported a surplus of 37,090 cars, made UP 
of 33,000 box, 1,200 auto and furniture, 200 flat, 100 gondola, 
450 S. D. stock, 1,700 refrigerator, and 440 miscellaneous cars. 
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OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


The full cargo grain trade has slumped again, following a 
few days of mildly renewed activity, affecting the entire market 
structure to such an extent that rates eased off slightly. In- 
quiry for grain cargoes in the Canadian market is practically 
nil, freight brokers’ reviews of the situation report, with the 
result that some vessels have left Montreal in ballast to seek 
other employment and others are considering it. 

The outlook is for a dull month and until the new crop of 
American wheat begins to move. The crop is expected to be 
large, and the only question is as to its quality and how much 
demand there will be for it. There will be no lack of supply 
of tonnage to carry it when the time comes. 

Five grain fixtures, all at low rates, have been reported 
in the last few days. One, a steamer that left the St. Law- 
rence to take a Gulf cargo on the basis of 2s 4d for United 
Kingdom-Continent or 10 cents Antwerp-Rotterdam, and another 
fixed at 1s 714d from range port of discharge, Baltimore, to 
United Kingdom, indicates rates on which business is being 
done at the moment. 

Other divisions of the full cargo market remain virtually 
as last reported, with little inquiry for future business. Inquiry 
for clean vessels in the tankers’ market improved somewhat, 
but rates are on the low. Business for black oil carriers for 
Gulf-transatlantic, June-July loading, is still available. 

The Unitd Fruit Company announced that, beginning June 
30, it would operate a direct fortnightly fast freight and pas- 
senger service between Philadelphia and Havana, starting with 
the steamer Castilla. 

Arrangements have been made between the Cunard Steam- 
ship Company and Bowring & Co., New York agents for the 
Bibby-Henderson Line, whereby the latter will sign bills of 
lading on Bibby-Henderson Line forms covering shipments that 
may be clearing in Cunard steamers to ports served by these 
companies, 


Organization of the finance committee of the proposed Phila- 
delphia Mail Steamship Company is announced from that city. 
The company proposes to establish a combination passenger and 
cargo service between Philadelphia, Liverpool and Manchester. 
Members of the finance and organization committees will include 
J. N. Pew, president, Sun Oil Company; Harold Loeb, chairman, 
Tradesmen’s National Bank & Trust Company; Harvey C. Miller, 
president, Southern Steamship Company and Atlantic Tidewater 
Terminals; Charles H. Ewing, vice-president, Reading Company; 
J. S. W. Holton, president, Philadelphia Maritime Exchange; 
Nathan Hayward, president, American Dredging Company; 
Philip H. Gadsden, vice-president, United Gas Improvement 
Company and president of the Chamber of Commerce; J. W. 
Van Dyke, president, Atlantic Refining Company; A. Atwater 
Kent, president Atwater Kent Radio Manufacturing Company; 
Alfred J. Ball, general foreign freight agent, Pennsylvania 
Railroad; Hubert J. Horan and John J. Egan, secretary to the 
committees. It is expeeted the company will be formally in- 
corporated next week, and that steps will immediately be taken 
to raise the $4,000,000 fund to supplement the contributions 
of the Pennsylvania, Baltimore & Ohio and Reading companies. 

The Clyde-Mallory Line steamer Iroquois has been char- 
tered by the Lassco Line for operation between San Francisco 
and Los Angeles in place of the Harvard, which went on the 
rocks May 30 off Point Arguello, Calif. 

A new conference to be known as the Swedish Baltic North 
Atlantic Freight Conference has been formed in the general 
cargo trade between North Sweden and the United States. 
Six lines have joined the group, the purpose of which is to 
reduce expenses in conformity with the decline in cargo reve- 
hues by reducing the number of calls for loading and discharg- 
ing and adopting other measures of economy. The lines are 
to act independently, but will have a general understanding in 
regard to policies. Twelve to fifteen sailings a month are to 
be maintained between North Sweden and this country. 

Moore & McCormack announce that, effective immediately, 
all of the company’s steamship terminal operations will be 
concentrated at Pier D, Pennsylvania Railroad Terminal, Jersey 
City. The purchasing, claims and operating departments also 
Will be housed at this pier. 

Effective as of June 14, all sailings of the Colonial Steam- 


ship Lines will be from Pier 11, North River, at Liberty street 
instead of from Pier 44. 

Advices received at the New York office of the Matson 
Navigation Company stated that, effective as of June 15, the 
Matson Line rate on canned pineapple from the Hawaiian Is- 
lands to Pacific Coast ports of call has been reduced to $4.25 
per ton of 2,000 pounds. This is a reduction of about 55 cents, 
weight basis, and is intended to enable the intercoastal lines to 
meet on trans-shipment business via San Francisco and Los 
Angeles the $10 rate recently established by the Isthmian Line 
on direct shipments of pineapples from the islands to New York. 
The Dollar Line has met the new rate with its vessels calling at 
Honolulu en route from the Orient, and the Tampa Interocean 
has met it on shipments for the Gulf. The Isthmian has con- 
tracted to carry the Dole pack, amounting to about one-third of 
the pineapple business of the islands. 

Some of the lines in the Far East trade are carrying fair 
sized cargoes at present, but at rates ranging as low as one-fifth 
of what they were a year ago. This is due to competition pre- 
vailing since the withdrawal of five lines from the conference 
group as the result of a scramble for automobile business. Rates 
on motor cars at present are $4, compared with $12 before the 
break in the conference ranks. 


INTERCOASTAL CONFERENCE 
The Trafic World Washington Bureau 


A warning that intercoastal steamship operators faced “reg- 
ulation of a more drastic nature” than now existed unless they 
“put their affairs in order,” coupled with an appeal to the oper- 
ators to settle their troubles” without having the government 
step in to settle them for you,” featured the remarks of T. V. 
O’Connor, chairman of the Shipping Board, in opening the con- 
ference of the board June 15 with intercoastal carriers. 

“We are met here today in another effort to see what can 
be done to stabilize rates in the intercoastal service,” said 
Chairman O’Connor. “It is clear that since the break-up of 
your conference on February 13 many of you have come to real- 
ize, as never before, the necessity of working out some plan 
of cooperation that will do away with the operating losses due 
to lack of teamwork in the past. 

“The Shipping Board has a vital interest in your welfare 
and will do what it can to assist in remedying the present 
situation, which, though admittedly bad enough, can easily be- 
come worse unless something is done about it. The question 
before us is, what shall be done? 

“Some of you, if my information is correct, are convinced 
that it is virtually impossible, because of the many conflicting 
interests involved, to reestablish your conference on a practical 
and permanent basis. Some of you, I am told, would prefer a 
period of active warfare, to last until the weaker lines are 
driven out of the trade. Others among you want more drastic 
regulation, either by the Shipping Board or by the Interstate 
Commerce Commission. On the other hand, some of you be- 
lieve it entirely feasible, under conditions as they now exist, 
to reestablish and maintain an effective conference. I have 
sometimes thought, and some of you have arrived at the same 
conclusion that this might be achieved by bonding the members 
to observe the terms of the conference agreement. 

“It is not for the Shipping Board to tell you what to do. 
The board now possesses and exercises a mild degree of regu- 
lation of your rates and practices. With more extensive powers, 
the government would be in a stronger position to stabilize 
rates and protect the interests of the public, as well as of the 
carriers themselves. You all realize that unless you put your 
own affairs in order, regulation of a more drastic nature is sure 
to come, either through the Shipping Board or through the Inter- 
state Commerce Commission. Nor will it, in my opinion, be 
long delayed. 

“In our foreign trades there are now in effect something 
like 77 conference agreements, drawn up, let us say, between 
Japanese, British, Norwegian, Spanish, French, Italian and 
Dutch operators, on the one hand, and American operators, on 
the other. When we consider that in these conferences the 
different interests work together in reasonable harmony, it 
seems indeed strange that a group made up entirely of Ameri- 
cans, operating exclusively in American trade, with American 
capital, cannot sink their individual differences and display at 
lease a similar degree of harmony. It is true that the inter- 
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coastal trade has its peculiar problems, but the fact that it is 
strictly a family affair makes it very hard for the American 
public to understand why you cannot get together and settle 
your troubles without having the government step in to settle 
them for you. 

“We gain nothing by shutting our eyes to the fact that the 
intercoastal trade is overtonnaged. In the present period of 
business depression this fact stands out more clearly than ever. 
You are all in favor of laying up ships—provided the other fellow 
does the laying up. Now I put it to you, as reasonable men, 
that this is a problem that can be solved only if you are willing 
to make minor sacrifices in order to gain the larger objective 
for which we are all striving. 

“Whatever may be the outcome of the present meeting, I 
desire to assure you, on behalf of the Shipping Board, that the 
board stands ready and willing to cooperate with you in finding 
a way out of your difficulties. Some of you probably have defi- 
nite plans to propose to this gathering. The board invites the 
fullest discussion of any suggestions made. Only in this way 
will it be possible to accomplish worthwhile results.” 

Definite action looking to the establishment of another in- 
tercoastal conference was taken at the meeting called by the 
board. On motion of Edgar F. Luckenbach, of the Luckenbach 
Steamship Company, a committee was appointed representing 
various intercoastal steamship interests to meet with a commit- 
tee representing the board, with a view of bringing about the 
establishment of a new conference. The committee representing 
the carriers was composed of John McAuliffe, of the Isthmian 
Steamship Company, for the industrial carriers; C. B. Kellogg, 
of the Munson-McCormick Line, for lumber carriers; J. D. Tom- 
linson, of the American-Hawaiian Steamship Company, for the 
“A” or fast lines; J. W. Chapman, of the Dimon Steamship 
Corporation, for the “B” or slower lines; and E. H. Cocke, of 
the Panama Pacific Lines, for the passenger lines. The com- 
mittee representing the board was composed of Chairman O’Con- 
nor and Commissioners Plummer and Smith. 

At a meeting of the carriers’ committee with the board’s 
committee, it was agreed that the carriers’ committee should call 
a meeting of representatives of all the intercoastal carriers to 
be held in New York June 17 to ascertain if agreement could be 
reached as to formation of another conference and to report on 
the action taken to the board. 

After Chairman O’Connor had read his remarks opening the 
conference, representatives of the carriers were invited to ex- 
press their views. After silence for a minute or two, P. A. S. 
Franklin, of the Panama Pacific Line, said the solution of the 
problem was effective regulation by the Shipping Board. His 
remarks follow: 


We very much appreciate the Shipping Board arranging for 
this conference between themselves and the intercoastal carriers. 

There is no trade in the world where so many very important 
American flag ships are employed as in the intercoastal trade, 
including the largest passenger and freight steamers ever built in the 
United States, and I feel very strongly that the United States Ship- 
ping Board could not accomplish anything more important and con- 
structive for the upbuilding and development of American flag ton- 
nage of the best commercial and military type than to see that the 
intercoastal trade is gotten into and kept on a sound conservative 
basis as to rates and conditions. 

Evidently realizing this members of the Shipping Board came 
over to New York in 1926 and called together the intercoastal lines 
and asked them to get together, with the object of maintaining rates 
on a basis that would avoid the heavy losses then being incurred 
by many of the lines. 

This was accomplished and an agreement was concluded in May, 
1927, but largely due to some of the most important lines declining to 
become a party to the agreement, it proved a failure and was finally 
abandoned in February of this year, since which time there has 
been an increasing demoralization of rates. 

It is impossible to maintain a fair agreement in the intercoastal 
trade unless all of the carriers in the trade become members of 
such a conference and agree to rates and conditions and adhere to 
them, and experience has demonstrated that this is impossible, and 
the only way that this could be accomplished is to have the Ship- 
ping Board get authority from Congress, under which they can 
definitely fix the minimum rate and conditions and have full power 
to force everybody to maintain same, and in my opinion this would 
be very helpful and useful in all trades between American ports. 

If the Shipping Board should make a careful investigation of 
this whole situation I believe that they would find that the great 
majority of the important shippers would favor stabilization of rates, 
which would be accomplished by the suggested action. Therefore 
I strongly urge that this investigation should be held, with the view 
of the Shipping Board and the administration as a whole asking Con- 
gress to confer this power upon the Shipping Board. 


Mr. Luckenbach said he was glad the board had called the 
meeting and that speaking as an independent owner he recom- 
mended that the board appoint a committee to investigate all 
the intercoastal carriers with a view to the board having a com- 
plete picture of the situation in connection with proposed in- 
creased regulation of the carriers. 

Speaking for the American-Hawaiian Steamship Company, 
Mr. Tomlinson said: 


The American-Hawaiian Steamship Company does not care at 
this time to express any opinion on the desirability of government 
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regulation of intercoastal freight rates; or, if the principle of govern. 
ment regulation is accepted, whether such regulation should be in 
the hands of the Interstate Commerce Commission, the Shippin 
Board or some other governmental authority. 8 

If the Shipping Board has in mind making recommendations to 
Congress as to the desirability or method of applying regulation of 
freight rates, we suggest that the Shipping Board invite the Carriers 
and shipping public to attend a series of hearings at which time the 
individual views of carriers and shippers on this question of govern- 
ment regulation of freight rates could be obtained and serve as a 
basis for the board to determine its recommendations. 

While the company’s policy toward regulation is a neutral one 
we do feel that if the matter is to be considered, serious considera- 
tion must be given to the propriety of the industrial carrier acting 
as a common carrier. This applies to both the steel and lumber 
industrial carriers who are primarily engaged in the carriage of their 
own products and whose carriage of other people’s goods is incidental] 
Aside from the conflict of interests between the industrial and com. 
mon carrier, there is the conflict of interests between those shippers 
of steel and lumber who own their own vessels and those who do not. 
This important phase of the intercoastal shipping problem should be 
thoroughly gone into at any hearings the Shipping Board may hold. 


On behalf of the Dollar Steamship Line it was stated that 
it was believed the situation could be met by establishment of a 
strong conference, with the members bonded so as to guarantee 
compliance with the conference agreements. 

Chairman O’Connor said the board was not interested in the 
subject of increased regulation at this time—that it had not 
taken a step in that direction. What was desired, said he, was 
to get the intercoastal carriers out of their difficulties now. He 
pointed out that it would take a long time to obtain legislation 
and that it would be December before Congress met again. He 
wished the carriers to get together now and reach an agreement. 

C. B. Kellogg, on behalf of the Munson-McCormick Line, sub- 
mitted the following suggestions for establishment of a new 
conference: 


The intercoastal service is performed by several classes of steam- 
ers serving a large number of ports on both coasts, and in the best 
of times there is not enough westbound cargo to fill the space offer- 
ing, although for a long period the eastbound space was filled; there- 
fore, there has been, and is likely to be, considerable contention over 
an adjustment which might be satisfactory to the various interests 
in the trade, especially since at the present time there is not enough 
cargo eastbound to fill the space, thus making a shortage of cargo to 
satisfy the tonnage in the trade in both directions. 

Efforts have been made to curtail tonnage in the trade. Inas- 
much as all lines run on schedule, it is a difficult problem to adjust 
the situation on this basis as well as for the reason that a number 
of the steamers were purchased for the handling of the owner's 
products in one direction or the other, and the steamer lines operat- 
ing solely as a steamship operation must maintain schedules in 
order to satisfy their clientele. 

The conference, which has been in existence, has a record of 
performances which clearly defies the movement and relativity of 
the lines operating in the trade. 

It is suggested that the lines form a new conference, consisting 
of all lines, and draw up a new conference agreement to be filed 
with the Shipping Board. 

That this conference have charge of the entire intercoastal 
movement, but that the eastbound rates be governed by a committee 
operating on the Pacific coast, and that lumber be handled by a 
separate committee. 

It has been proven by experience that the lines cannot operate 
on an equality of rates westbound. It was possible that the con- 
ference which has recently stopped operations was able to go on as 
long as it did because there was a good movement of freight east- 
bound although space was seldom filled westbound. The _ pooling 
arrangement was too involved to be successful, and the rate adjust- 
ment was such that the greater earnings went to a few lines and 
the pool was a too important part of the conference. Contributions 
varied greatly according to the movement of the tonnage, as it was 
affected either by seasonal movement of high class freights and 
volume movements at different seasons of low class freights, and 
it would therefore seem that a differential rate basis would be the 
best balancing power. Such an arrangement was tried out in the 
early stages of the conference, but only failed because of so many 
lines working as free lances outside of the conference. The differen- 
tial principle was also applied in connection with the pooling sys- 
tem, but only on low grade commodities and should now be extended, 


- therefore, it is suggested that for westbound operation the inter- 


coastal carriers shall be divided into two groups, A and B, and that 
all those lines now operating in the trade shall become members. 
That the A lines shall be made up of the following: American- 
Hawaiian, Luckenbach,. Isthmian-Argonaut joint service, Panama 
Pacific, Dollar, Panama Mail, at least when their new ships g0 into 
operation. All the other lines now in the trade shall operate as 
B lines, providing thew do not operate a service more frequently than 
once in ten days from any Atlantic port, nor shall any B line arrive 
at the United States Pacific port earlier than an average of nine- 
teen days after sailing from an Atlantic port north of Hatteras. 

It is very important that all lines shall become full fledged _ 
bers of the conference, and that the so-called steel lines shall = 
under the same membership as the other lines and not on the basis 
of their assertion that they will be guided by conference action. ; 

A contract and non contract rate shall be made on a few ere 
modities which move in large volume. That it shall be the princip 
of the conference to maintain a carload and less carload basis, oe 
that no consolidations in making up of carloads shall be made exceP 
as are made by railroad consolidations. 


The tariffs shall be made up in two sets of rates, one cates 
‘“*A” and the other “B.” The ‘‘A” rates to be applied to so-ca ae 
“A” lines, and the “B” rates to so-called ‘“‘B” lines. There mia! 
be a few exceptional cases where there should be no a ge 
between “A” and “B” rates. That as a basis of differentials, a 
differentials which existed on the low class commodities under he 
last conference be used, and_an extension of differentials to ae 
other commodities be made. Further experience would show sonet 
tually what adjustments in differentials should be made to bala 
properly the division of the business. , and 

A conference should also be formed among the Gulf —_ yo 
a territorial arrangement should be made as between the Gu 
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atlantic Gulf lines with a neutral zone between, that is, a zone 
where the rate adjustment will be on equality. This will probably 
involve the issuing of some proportional rates. 

Eastbound: It is suggested that all eastbound cargo rates, not 
including lumber, be on a parity for all lines and that these minimum 
rates be voluntarily filed with the Shipping Board. 

Lumber rates: On account of the necessity of elasticity in the 
umber rates because of the bulk of the commodity and the different 
marketing conditions, these rates should be handled by a lumber 
committee and rates made from time to time under conditions as 
may be arranged for, and that this committee report to the main 

nference. 

“ This is not a complete set-up for a conference, but gives an 
opportunity as a basis for formulating one which should work out to 
the interests of both shippers and carriers, providing there is a will 
on the part of all to work fairly one with the other, 


Mr. Kellogg said regulation in a trade the character of the 
intercoastal trade must be elastic. To do business under a fixed 
ninimum rate, he believed, would be impossible. He suggested 
jifferentials in rates to meet the varying conditions in the trade, 
and urged that the problem be met by a conference established 
by the carriers. 

Chairman O’Connor called on representatives of the various 
lines present and asked each if they would at least enter into 
“eonversations” with respect to establishment of another con- 
ference. There was no objection to that and the committees 
referred to above were appointed. ; 

Mr. Franklin and Mr. Luckenbach insisted that the indus- 
trial carriers be required to come into the conference. Otherwise, 
they said, it would not be a success. 

It was stated on behalf of the Isthmian Line that it was 
ympathetic with efforts to stabilize the intercoastal situation, 
and that it favored an investigation by the board with the idea 
of developing the sentiment of the country as to the desirability 
of further legislation. It was stated the line would join in 
the “conversations” when Chairman O’Connor asked if the line 
would join a conference. On behalf of the Calmar Line it was 
sated its attorneys had advised against it joining a conference 
though the line had observed conference regulations. 

Mr. Luckenbach said that at the last meeting of the inter- 
coastal carriers the steel company interests had said it would 
be illegal for them to join a conference. He said if it would be 
illegal for them, it would be illegal for him. He asked Chairman 
0’Connor to ask for a copy of the opinion that advised that the 
industrial carriers should not join a conference and the chairman 
said he would ask. 

E. P. Hern, of the Ford Motor Company, which operates ves- 


} sels in the intercoastal trade, said he had nothing to say when 


(harman O’Connor called on him. The chairman said he had 
heard rumors that the Ford ships were carrying lumber at cut 
rates. That was not true, said the Ford representative. 

On behalf of the Shepard Line it was stated that it believed 
there was going to be another conference—either forced or vol- 
utary and that it favored the latter. 

A letter from A. S. Nichols, of Seattle, Wash., embodying a 
jlan for stabilization of the lumber carrying trade by establish- 
nent of a lumber shipping clearing house was read. 

Major Neill E. Bailey, chairman of the Federal Traffic Board, 
ordinator for traffic, said the government as a shipper was 
ilterested in stabilized rates and expressed the hope that the 
carriers would get together in another conference. 

Intercoastal carriers represented at the conference included 
the Ford Motor Company, Panama Mail Steamship Company, 
Dimon Steamship Corporation, Quaker Line, Calmar Line, Gulf 
Pacific Line, Shepard Line, Isthmian Steamship Company, Ar- 
faut Steamship Line, Panama Pacific Line, Dollar Steamship 
line, Nelson Steamship Company, American-Hawaiian Steamship 
Company, Arrow Line, McCormick Steamship Company, Munson- 
McCormick Line, Luckenbach Steamship Company, and Union 
Sulphur Company. 


INTERCOASTAL TRAFFIC 


. The water borne intercoastal freight traffic of the United 
slates, for the calendar year ended December 31, 1930, amounted 
0 9,043,772 cargo tons, according to a report of the Shipping 
Board’s Bureau of Research. 
: “This commerce was carried on entirely in American flag 
‘essels operating through the Panama Canal between the 
Pacific and the Atlantic and gulf coasts,” says the board. “The 
1930 traffic was participated in by 67 ports located in 20 states. 
Three of these states, located on the Pacific coast, contained 31 
ifthe ports, 4 in California, 8 in Oregon and 19 in Washington. 
€ gulf coast, embracing 3 states and a portion of a fourth, 
tad 15 ports which were active in the intercoastal trade, of 
Yhich 10 were located in Texas, 3 in Louisiana, 1 in Florida, and 
lin Alabama. The south Atlantic district, like the gulf, was 
lade up of three states and a portion of a fourth, and had 5 
borts represented in the intercoastal trade. Of this number 2 
Yere located in Florida, and 1 each in Georgia, South Carolina 
‘ld North Carolina. The north Atlantic district included 10 
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states with 16 ports. These were located 3 in Massachusetts, 2 

each in New York, Connecticut, Rhode Island and Virginia, and 

ong in Maryland, Delaware, Pennsylvania, New Jersey and 
aine. 

“More than 72 per cent of the entire volume of intercoastal 
traffic originated on the Pacific coast and moved eastward 
through the canal. Of this eastbound traffic amounting to 6,502,- 
267 tons, 429,661 tons, or 64% per cent was delivered at ports in 
the gulf, 121,544 tons or 2 per cent at ports on the south Atlantic 
coast, and 5,951,062 tons or 9% per cent at north Atlantic ports. 
Of the westbound traffic amounting to 2,541,505 tons, 564,589 
tons or 22% per cent originated at gulf ports, 48,535 tons or 2 
per cent at south Atlantic ports, and 1,928,381 tons or 75% 
per cent, at north Atlantic ports. 

“As in former years, the largest single commodity move- 
ment in 1930 was petroleum and petroleum products, the east- 
bound shipments of which amounted to almost 3,000,000 tons 
and the westbound to about 100,000 tons. The next in point 
of volume was logs and lumber, the eastbound movement 
amounting to more than 1,800,000 tons and the westbound to 
40,000 tons. Shipments of iron and steel made up the largest 
westbound movement with 1,100,000 tons, while fruits and 
vegetables with 680,000 tons eastbound and 140,000 tons west- 
bound stood next in volume. Other commodity groups with 
heavy tonnages during 1930 were: Paper and paper products, 
208,000 tons eastbound and 97,000 tons westbound; pigments and 
chemicals, 185,000 tons westbound, and 25,000 tons eastbound; 
machinery and vehicles, 117,000 tons westbound and 9,000 tons 
eastbound; sulphur, 130,000 tons westbound; sugar, 120,000 tons 
eastbound; fish, 117,000 tons eastbound; copper and manu- 
factures, 84,000 tons eastbound, and nonmetallic minerals 
with 78,000 tons eastbound and 61,000 tons westbound.” 


SHIP MANAGEMENT AND OPERATION 


Dr. Hobart S. Perry, assistant professor of commerce and 
transportation in the Wharton School of the University of 
Pennsylvania, in “Ship Management and Operation,” has writ- 
ten a book of value to those interested in ocean and Great 
Lakes shipping as a profession, those who use the services and 
facilities of shipping companies, and those who are interested 
in the promotion and development of an adequate American 
merchant marine. 

The book is divided into four parts. One section discusses 
the functions and relationship of the various major departments 
of shipping companies, particularly the departments that have 
to do with the operation of the vessels at sea and in dock. 
Chapters in this division are devoted, respectively, to a descrip- 
tion of the duties of the manager of operation, the port captain 
or marine superintendent, the deck department, the sea and 
port engineering departments, the wharf department, the stew- 
ard’s department, and the purser’s department. 

Another section is devoted to a discussion of the personnel 
problems and policies of shipping companies. 

A third part of the book contains descriptions in semi- 
technical language of various specialized types of vessels and 
the trends in vessel design. Among the ship types discussed 
are the oil-tankers, the refrigerator vessel, the collier, the ore 
vessel, the grain carrier, the self-unloading types and the several 
types of vessels used so successfully on the Great Lakes. 

The concluding section deals with power plants and power 
plant problems and contains a conclusion. Dr. Perry, in stressing 
the importance of ship design, power equipment, and operation 
to success in shipping, concludes that the only modern ships and 
shipping management will assure permanent success in the 
development of a merchant marine. He points out that this is 
possible in the foreign services as well as in the Great Lakes 
trade, where vessels built in the United States, manned by 
Americans paid higher wages than deep-sea officers and crews, 
transport bulk cargoes at the lowest costs in world commerce. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act of 1916 were approved by the Shipping 
Board June 17: 


Spanish Atlantic/North Atlantic Range Conference between the 
Export Steamship Corporation and the Ybarra Line. The agreement 
filed provides for the establishment of a conference to be known as 
the Spanish Atlantic/North Atlantic Range Conference in the trade 
from Seville, and such other ports as may be later agreed upon by 
the parties, to New York and Philadelphia. The lines agree to quote 
the rates of freight fixed by them in conference and to abide by rules 
and regulations to be later adopted, such rules and regulations to be 
filed with the board. Unjust discrimination and payment of discounts, 
rebates or returns to shippers or receivers of cargo are prohibited. 
The conference expenses are to be apportioned between the lines on 
the basis of total tons loaded, except the salary of the secretary, which 
is to be borne equally. Any party to the agreement may withdraw 
on thirty days’ written notice to the secretary, and any carrier operat- 
ing vessels regularly in the trade will be admitted to membership on 
equal terms with all other members. From information before the 
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bureau of regulation it is clear that the two carriers concerned have 
for several months been operating under substantially the agreement 
now presented for approval, in violation of the provisions of section 15. 
So far as the bureau is aware the disregard of the statute involved 
has not resulted in detriment to shippers or other carriers, and the 
failure to file copy of the conference agreement was due to the neg- 
lect of the conference representative. 

Spanish Mediterranean/North Atlantic Range Conference between 
the Export Steamship Corporation and the Fabre Line and the Ybarra 
Line. Under the agreement filed the three carriers party are to main- 
tain rates as agreed upon in conference for transportation of cargo 
from Barcelona, Tarragona, Valencia, Alicante, Malaga or any other 
ports which may be subsequently agreed upon to New York and Phila- 
delphia on vessels owned, operated or in any manner controlled by 
them. They further agree not to unjustly discriminate against ship- 
pers or receivers of cargo or to make discounts, payments, rebates 
or returns, directly or indirectly, to such shippers or receivers. The 
conference is to be governed by rules and regulations which are to be 
filed with the board when and as adopted; and each member line is 
to assume its pro rata proportion of the expense of the conference 
based on tons of cargo loaded, except the expense of the secretary’s 
salary which is to be assumed in equal proportion by the members. 
Any carrier operating vessels regularly in the trade is eligible to 
membership upon equal terms with all other members and any party 
may withdraw upon thirty days’ written notice to the secretary. 
Information before the bureau of regulation definitely discloses opera- 
tion by the three carriers under substantially the agreement now filed 
for approximately one year without board approval in disregard of 
section 15. The failure to sooner submit agreement to the board for 
section 15 approval is attributed by the lines to the failure of the 
conference secretary to carry out the specific direction of the lines 
in this respect. 


Hawaiian Pineapples to St. Louis, Etc. 


Gulf Pacific-Redwood Line with Matson Navigation Company: 
Through billing arrangement covering shipments of canned pineapple 
from Hawaiian Island ports served by Matson to Memphis, Tenn., 
Cairo and East St. Louis, Ill., and St. Louis, Mo. Through rate is to 
be $19.55 per ton of 2,000 pounds, carload minimum 36,000 pounds, to 
be apportioned $4.95 to Matson, $9 to Gulf Pacific-Redwood Line and 
the remainder to the on-carrying river carrier (Inland Waterways 
Corporation) from New Orleans. Cost of transshipment at San Fran- 
cisco is to be absorbed in equal proportion by Matson and Gulf Pacific- 
Redwood Line, while the river carrier is to absorb cost of transship- 
ment at New Orleans out of its proportion of the through rate. 

Dimon Steamship Corporation with American & African Steamship 
Line: Provides for through movement of shipments of canned goods, 
dried fruit and raisins from United States Pacific coast ports of load- 
ing of Dimon to regular South African ports of call of American & 
African Steamship Line, with transshipment at New York. Through 
rates are to ke @ased on direct line rates and apportioned 40 per cent 
to American & African Steamship Line and 60 per cent to Dimon, the 
latter to absorb cost of transferring shipments at New York. 

Dimon Steamship Corporation with Union Clan Line and Houston 
Line: The terms of this agreement are identical with those of the 
preceding agreement between Dimon Steamship Corporation and Amer- 
ican & African Steamship Line, 

Dollar Steamship Lines, Inc., Ltd., with Elder Dempster & Com- 
pany, Ltd.: Arrangement for through movement of shipments from 
Pacific coast ports of call of Dollar Line to Canary Islands and West 
African ports of call of Elder Dempster, with transshipment at New 
York. Through rates are to be the combination of the applicable rates 
of the participating carriers plus cost of transshipment. 

Williams Steamship Corporation with Kerr Steamship Company, 
Inc.: Provides for through movement of shipments from United States 
Atlantic coast ports to Oriental ports of call of Kerr Line vessels 
employed in joint service of Silver-Java Pacific Line. Through rates 
are to be based on direct line rates and apportioned equally between 
the two lines, each of which is to absorb one-half the cost of trans- 
shipment at Los Angeles Harbor or San Francisco. On traffic to ports 
other than base ports Kerr Line is to receive one-half the through 
rate to base port, plus all of the exeess of the rate to port of destina- 
tion over the rate to base port. 

Dollar Steamship Lines, Inc., Ltd., with Williams Steamship Cor- 
poration: Through billing arrangement covering shipments from 
United States Atlantic ports to Oriental base ports. Through rates 
are to be the same as direct line conference rates and are to be 
divided equally between the two carriers, each of which is to pay 
one-half the expense of transshipment at San Francisco. 

Luckenbach Steamship Company, Inc., with Kawasaki Kisen Ka- 
bushiki Kaisha and Pacific Steamship Company: Arrangement in 
respect to through shipments of silk from Oriental loading ports of 
Kawasaki Kisen Kaisha to United States Atlantic Coast ports, with 
transshipment at Seattle and San Francisco. Through rates are to 
be based on direct line rates, of which Kawasaki Kisen Kaisha is to 
receive 50 per cent and the remainder is to be apportioned between 
Pacific Steamship Company and Luckenbach in the manner set forth 
in the agreement. Transshipment cost at Seattle is to be absorbed 
50 per cent by Kawasaki Kisen Kaisha, 163g per cent by Pacific Steam- 
ship Company and 334% per cent by Luckenbach, while at San Fran- 
cisco Pacific Steamship Company is to absorb one-third of the total 
cost of transshipment and Luckenbach the remainder when shipments 
aggregate less than 100 tons. When shipments equal or exceed 100 
tons Pacific is to deliver to Luckenbach pier and the latter assumes 
full outward state toll. 

Arrow Line with Transatlantic Steamship Company, Ltd.: Through 
billing arrangement covering shipments from Atlantic coast loading 
ports of Arrow Line to New Zealand and Australian ports of call of 
Transatlantic Steamship Company. Through rates are to be no lower 
than direct line rates and are to be apportioned equally between the 
two lines, subject to minimum proportion of $7 per ton, weight or 
measurement, to the Transatlantic Steamship Company. Cost of trans- 
shipment at Los Angeles Harbor or San Francisco is to be borne in 
equal proportion by the lines. 

Spanish Transatlantic Line with Luckenbach Steamship Company, 
Inc.: Arrangement for through movement of shipments from Pacific 
coast ports of call of Luckenbach to designated Spanish ports, with 
transshipment at New York. Through rates are to be based on direct 
line rates and apportioned equally between the lines, each of which 
is to assume one-half the cost of transshipment. 

Gulf Pacific-Redwood Line with Dollar Steamship Line: Provides 
for through movement of shipments from United States Gulf loading 
ports of Gulf Pacific-Redwood Line to Oriental base ports served by 
Dollar Line. Through rates are to be same as direct line conference 
rates and are to be divided equally between the two carriers, each of 
a is to assume one-half the cost of transshipment at San Fran- 
cisco. 

States Steamship Company, Tacoma Oriental Navigation Company 
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and Oceanic & Oriental Navigation Company with Klaveness Line 
Pacific-Java-Bengal Line and Kerr Steamship Company, Inc.: Memo- 
randum of informal agreement to protect minimum rate of $6 per ton 
of 2,240 pounds on shipments of copra from Menado, Gorontalo and 
Ternate, and $7 per ton from Amoerang to Pacific Coast ports of Call 
of the parties. The minimum quantity for which steamers are to Call 
at any of the ports specified is to be 500 tons per steamer. Any part 
to the agreement may depart from the minimum rates or quantity 
specified provided other parties to the agreement are notified rd 
writing. 

Dimon Steamship Corporation with Lloyd Sabaudo:’ Arrangement 
for through movement of shipments of canned goods, dried fruit and 
raisins from United States Pacific coast loading ports of Dimon Line 
to Genoa and Naples, with transshipment at New York. Through rates 
are to be based on direct line rates and apportioned equally between 
oa two ae each of which is to assume one-half the cost of trans. 
shipment. 


INTERCOASTAL REGULATION 


Editor The Traffic World: 

The present intercoastal rate war, destructive alike to the 
boat lines involved and the commercial interests they serve, has 
brought into complete activity a wish long held by most of the 
shipping public for government regulation of canal freight rates 
and practices. The existing situation reflects a competition of 
rates instead of service, with so-called Class A lines, in many 
cases, using quotations of lower rated lines from a frequency or 
speed standpoint as their yardstick in making rates. Thus, a 
relatively small line, having infrequent sailings and no speed, 
with a minimum investment, is able to throw the whole trade 
into confusion because of other lines, without well-balanced re. 
flection, hastening to a competition of rates with any line 
quoting a lower rate than theirs, regardless of their competi- 
tor’s ability to haul the freight promptly from the port and with 
speed enroute. The present rate war has not, to and extent, stim- 
ulated movement of additional tonnage. Failure of the lines to 
maintain stability or even equality of rates is confusing and 
destructive to coast commercial interests, who regarded the 
previous rate level as being approximately reasonable as well 
as desirable, because it was stabilized. 

With the suggestion of government regulation, we suppose 
the intercoastal lines will bring forth their usual arguments as 
to the impracticability of such control. They will probably 
admit that rail control is desirable, but that the basis of control 
of rail rates lies in a factor that is foreign to water transporta- 
tion; further, that a rail carrier is an agent of the’ state and is 
endowed with sovereign powers such as condemnation, etc.; that 
it devotes its property to a public use and, in so doing, subjects 
it to public control and cannot abandon operation or operate a 
road as it pleases without regard to the public interest. The 
steamer owners will also probably say that no such conditions 
apply to transportation by water because the sea is an open 
highway, open to anyone who cares to operate a vessel thereon 
and three leagues from shore removes it from the domestic 
jurisdiction of any government. 

All these arguments are the merest piffle and in no respect 
differ from conditions set forth by the railroads when govern- 
ment control was first proposed for them. The _ intercoastal 
vessels are operating strictly in a domestic service and, until 
the present rate war, substantially on the same rate basis as that 
used by the railways. In my opinion, it is distinctly opposed to 
the public interest that the rail lines should be regulated and 
the Panama Canal lines permitted to go their way untramméled 
by practically any regulations, resulting in periodical outbursts 
of unrestricted rate cutting entirely destructive to the economic 
plan. The freight rate, either steamer or rail, must be a fixed 
factor in our commercial calculations, not subject to the vaga- 
ries of individual steamship owners and only increased 0! 
decreased after a hearing or on investigation of some regulatory 
body. The Western Traffic Conference, composed of trained 
traffic experts, representing the large coast mercantile estab- 
lishments, recently, by resolution, recommended government 
control of the boat lines, and I am entirely in accord with their 
views. 

Now, it will probably be said by the lines that criticism of 
the existing situation should be followed by some concrete plan 
for improvement and, having this in mind, I recommend the 
following: 

Paragraph 2 of section 18 of the shipping act, provides that 
each carrier shall file with the Shipping Board and keep ope! 
to public inspection in the form and manner and within the time 
prescribed by the board, the maximum rates, fares and charge 
for and in connection with the transportation between points 0D 
its own route, etc. Bear in mind that the word “maximum | 
the key to the entire situation. We believe this word shoul 
be excluded, thus making section 18 similar to subdivision 1, 
section 6, of the interstate commerce act. : hat 

Paragraph 3 of section 18 of the shipping act, provides t < 
no carrier shall demand, charge or collect a greater compensa 
tion for transportation than the rates, fares and charges filed “i 
compliance with this section, except with the approval of the 
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Shipping Board. I suggest that this paragraph be amended to 


read as follows: 


No such carrier shall demand, charge, collect, or receive a greater, 
or less, or different compensation for such transportation of passengers 
or property, or for any service in connection therewith, than the 
rates, fares, and charges which are specified in the tariff file in effect 
at the time. 


Paragraph 4 of section 18, provides that, whenever the Ship- 
ping Board finds that any rate, fare, charge, classification, tariff, 
regulation or practice demanded, charged, collected or observed 
by carriers is unjust or unreasonable, it may determine, pre- 
scribe or order enforced a just or reasonable maximum rate, 
fare, etc. This paragraph also should be corrected by omission 
of the word “maximum,” which would give it the same force as 
paragraph 1 of section 15 of the interstate commerce act, and 
this paragraph may further be strengthened by adding some of 
the other language now contained in paragraph 1 of the same 
section. There might also be added another paragraph similar 
to paragraph 7, of section 15, which would give the board power 
to suspend any new rates, pending a hearing and determination 
of their reasonableness. 

In order to prescribe penalties for failure to observe these 
regulations, there should be added a paragraph similar to para- 
graph 1, section 10, of the interstate commerce act, setting forth 
that charging of rates other than those fixed by the Shipping 
Board would constitute a misdemeanor punishable by fine or by 
fne and/or imprisonment. 

As to the physical operation of the amended law, I believe 
it would be quite practicable in operation. The regulatory body 


could prescribe differential rates for those lines having less. 


frequent sailing intervals, slower speed, etc. Also, any new 
tonnage should not be permitted to enter the trade without 
obtaining What we will term a certificate of public convenience. 
In other words, if the trade were overtonnaged at time of a new 
application for entrance, full investigation would be made as to 
desirability of permitting admission to the existing fleet. This 
plan would discourage overbuilding of tonnage and prevent reck- 
less competition, the most of which, in the final analysis, is 
borne by the consuming public. 

In suggesting that additional powers be given to the Ship- 
ping Board, we have assumed, naturally, that any legislation 
enacted would delegate to the board power to regulate rates 
and prescribe practices for the canal lines. However, this, in 
our opinion, is a mere detail of administration, as regulation of 
the steamer lines can be equally well taken care of either by 
the Interstate Commerce Commission, the Shipping Board, or, 
if necessary, a separate and distinct regulatory body prescribed 
by Congress. 

In reading statements and addresses by steamship owners 
or those opposed to government regulation, I have not heard 
one logical argument against this mode of operation. They have 
simply stated that water and rail transportation were diametri- 
cally opposed in principle; therefore, the water traffic could not 
be regulated through any human endeavor. In other words, 
they are, in effect, saying that these wooden and steel vessels, 
which are operated, in some cases, by men of only average 
intelligence, cannot be regulated and made to behave even 
though we should call to the front the collective intelligence of 
our government agencies. The contrary is in evidence because 
we have before us the very able administration and regulation 
of the rail lines by the Interstate Commerce Commission, and 
investment of the rails represents many million dollars more 
than the steamship capital, which, after all, is relatively small. 
ln view of these considerations which I have only stated briefly, 
[believe every commercial interest in this territory should posi- 
tively go on record as favoring government control, and that 
they should so instruct their representatives in Congress. 

H. F. GITTINGS, JR., 
Manager, Pacific Consolidators. 
San Francisco, Calif., June 9, 1931. 


PARCEL POST EXPORTS 


Parcel post shipments of American merchandise to foreign 
markets in 1930 in packages valued at $25 and over aggregated 
$20,510,033, compared with $26,656,088 in 1929, according to 
statistics made public by the Department of Commerce. 

_ Silk hosiery, numbering 223,699 dozen pairs valued at 
$2,305,519, ranked first in value among the commodities sent 
abroad in the year by parcel post. 

Fountain pens, jewelry, biologics, safety razor blades, boots 
aid shoes, photographic and projection goods, broad silks, hats 
and caps, wool manufactures, rubber manufactures, optical goods, 
electrical machinery, and medicinal and pharmaceutical goods 
Were included among the diversified merchandise shipped to 
foreign purchasers by parcel post. 

As these statistics included only commercial shipments 
Valued at $25 or over addressed to dealers, excluding large quan- 
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tities of packages of lesser value, shipments direct to consum- 
ers, and non-commercial packages sent by private parties, the 
department pointed out that they were incomplete as regards 
the total value of merchandise shipped abroad by parcel post. 

Commenting on the large volume of export trade carried 
on each year through the medium of the mails, William L. 
Cooper, director, Bureau of Foreign and Domestic Commerce, 
said that the statistics were indicative of the fact that many 
inland manufacturers of articles which lend themselves to ex- 
portation by mail were finding profitable foreign outlets for their 
products, since many of the packages included in these ship- 
ments originated in cities removed from the seaboard. 


OCEAN MAIL ROUTES CERTIFIED 


Responding to certifications received from the Postmaster 
General, the Shipping Board June 17 certified two new ocean 
mail routes with respect to the type, size, speed and other char- 
acteristics of vessels essential to the future development of the 
trades involved. The routes and requirements certified by the 
board are as follows: 

Mobile, Ala., or other east Gulf of Mexico ports of the United 
States to the United Kingdom and other north European ports. 
Substitution of not less than ten ships having a minimum of 
4,900 gross tons and at least 13 knot speed, at least four of 
such ships to be equipped with suitable refrigeration space to 
accommodate perishable cargoes. (The Mobile Oceanic Line, 
sold by the Shipping Board but not yet delivered to the Water- 
man Steamship Company of Mobile, operates a service covering 
this route.) 

New York and/or other north Atlantic ports of the United 
States to Rotterdam and Antwerp. Substitution of not less than 
five ships having a minimum of 5,000 gross tons and at least 16 
knot speed to be equipped with suitable refrigeration space. 
(The American Diamond Lines, sold but not yet delivered to the 
Black Diamond Steamship Corporation of New York, operates 
a service covering this route.) 


HOBOKEN PIER SALE OFFER POSTPONED 


The Shipping Board June 17 decided to suspend action look- 
ing to readvertisement for sale of the government-owned pier 
property at Hoboken, N. J. Reconsideration of this proposition 
followed investigation of present market conditions affecting 
such a sale. 


SPLIT DELIVERY ORDER POSTPONED 


The Shipping Board has further postponed the effective 
date of its order in No. 45, Associateed Jobbers and Manufac- 
turers vs. American-Hawaiian Steamship Company et al., 30 
days from June 13, because the federal court for the southern 
district of New York has not yet disposed of the attack on the 
order by the Argonaut and Isthmian lines. The effect of the 
order is to require a charge for split-delivered shipments on 
the Pacific coast. 


RAILROAD EMPLOYMENT 


The middle of April Class I railroads had 1,331,405 employes, 
a decrease of 15.34 per cent as compared with April last year 
and of 20.06 per cent as compared with April, 1929, according to 
compilations made from carrier reports by the Bureau of Sta- 
tistics of the Commission. The number of employes by groups 
the middle of April and the percentage decreases as compared 
with April, 1930,'and April, 1929, follow: Executives, officials, 
and staff assistants, 15,793, 6.41, 6.97; professional, clerical, and 
general, 230,299, 11.83, 14.42; maintenance of way and structures, 
290,569, 22.84, 27.19; maintenance of equipment and stores, '362,- 
996, 14.40, 20.63; transportation (other than train, engine, and 
yard), 163,249, 11.98, 16.39; transportation (yardmasters, switch 
tenders, and hostlers), 18,283, 11.90, 15.16; transportation (train 
and engine service), 250,216, 13.00, 18.32. 


CONDITION OF EQUIPMENT 


Class I railroads on May 15 had 166,001 freight cars in need 
of repairs or 7.5 per cent of the number on line, according to 
the car service division of the American Railway Association. 
This was an increase of 3,035 cars above the number in need 
of repair on May 1, at which time there were 162,966 or 7.4 per 
cent. Freight cars in need of heavy repairs on May 15 totaled 
117,893 or 5.3 per cent, an increase of 1,168 compared with the 
number on May 1, while freight cars in need of light repairs 
totaled 48,108 or 2.2 per cent, an increase of 1,867 ‘compared 
with May 1. 

Class I railroads on May 15 had 6,129 locomotives in need 
of classified repairs or 11.2 per cent of the number on line. This 
was an increase of 171 locomotives above the number in need of 
such repairs on May 1, at which time there were 5,958 or 10.9 
per cent. Class I railroads on May 15 had 9,519 serviceable loco- 
motives in storage compared with 9,730 on May 1. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 


transportation of freight. A traffic man of long experience and wide knowl- 


edge will answer questions regres, Sage practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is house roper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 
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Demurrage—Application of State Debits and Credits to Inter- 
state Debits and Credits or Vice Versa 


New York.—Question: We noted the inquiry from your 
correspondent “Virginia” in the January 3 Traffic World, also 
the comments on your answer to the same by your correspond- 
ent “Georgia” in the April 11 issue of the same publication and 
your reply to the latter. 

We have a plant in Virginia and, like your correspondent, 
we have two separate demurrage agreements, one covering intra- 
state and a second covering interstate. Separate records are 
kept on intrastate and interstate and separate bills are rendered. 

The question of interest to Virginia shippers and receivers 
is,.can credits on interstate traffic be used to offset debits on 
intrastate traffic, and vice versa? This question has been be- 
fore the Virginia Manufacturers’ Association Traffic Division 
and the rail lines in Virginia have uniformly taken the position 
that they would consolidate the debits and credits when the 
Virginia State Corporation Commission canceled its demurrage 
rules and regulations which are applicable on intrastate traffic 
in Virginia. The question has been brought to the attention 
of the Virginia State Corporation Commission, but up to the 
present time no action has been taken by it. 

In your issue of April 11, in replying to your Georgia cor- 
respondent, you called attention to the recent decision in I. C. C, 
Docket No. 21765, Interstate Engineering and Construction 
Company vs. P. R. R., where the Commission admitted its lack 
of jurisdiction over demurrage charges assessed for the deten- 
tion of cars moving in intrastate commerce. You are, of course, 
correct in saying that the fact that there are separately estab- 
lished rules applicable in Virginia on intrastate and interstate 
traffic does not prevent the combining of intrastate and inter- 
state debits and credits, but the fact remains that the rail lines 
in Virginia are taking advantage of the rules and regulations 
of the Virginia State Corporation Commission covering intra- 
state traffic. Therefore, until the Virginia State Corporation 
Commission cancels its rules and regulations, thereby allowing 
the National Car Demurrage Rules and Regulations to be made 
applicable on Virginia state traffic, a shipper or receiver in 
Virginia cannot use interstate credits to cancel intrastate debits 
or vice versa. 

Answer: We do not believe that the fact that the rules 
are published in separate tariffs as to interstate and Virginia 
intrastate traffic is the proper basis for the carrier’s refusal 
to offset debits on interstate traffic with credits on Virginia in- 
trastate traffic, but that the intermingling of the traffic would 
result in a concession from the charges on interstate traffic, is 
the proper basis for separation of the credits and debits on 
intrastate and interstate traffic. See, in this connection, our 
answer to “Georgia,” on page 1330 of the May 30, 1931, Traffic 
World, under the above caption. 


Tariff Interpretation—When Neither the Commodity Rate Item 
Nor the Governing Classification Explain Generic Descrip- 
tion of Commodity 


lowa.—Question: I would appreciate your opinion with 
regards to interpretation of item 1560 of Boyd’s 50-N, I. C. C. 
A-1773, and item 710 of Boyd’s 13-P, I. C. C. A-1913, which pro- 
vides commodity rates on “Hoising Machinery,” minimum weight 
30,000 pounds. 

As there is no such description as hoisting machinery in 
the Consolidated Classification, nor has there been such descrip- 
tion for ‘several years, it is questionable as to just what is 
covered in the commodity items above mentioned. 

I can think of several articles that are in some sense “hoist- 
ing machines,” such as cranes, dredging machines, derricks, 
winches, and other similar articles, also power shovels, and the 
like. In view of the fact that the commodity description is 
not qualified, or limited, as to kind of hoisting machines, and 
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in further view of the fact that the classification has no guc, 
heading as “Hoisting Machines,” what, in your opinion, can be 
shipped under these commodity items? 

Answer: Inasmuch as neither item 1560 nor the s0verning 


classification or exceptions thereto define the term “Hoisting | 


Machinery,” it is necessary to resort to the field of fact to 
determine whether a particular kind of machinery is or ig not 
hoisting machinery. If it is machinery ordinarily and ys. 
tomarily used for hoisting purposes, then this rate is applicable 
We think that all the articles mentioned are in fact hoisting 


machines, and where there is nothing in the classification to | 


compel treatment of them otherwise than as hoisting machinery 
we believe item 1560 is applicable. : 

In Lawrence Construction Co. vs. L. & N., 115 I. C. ©. 439 
and numerous cases following it, where the classification ex. 
ceptions provided for a reduced rating on “Machines or Mg. 
chinery” taking sixth class in Southern Classification, the car. 
riers contended that the particular kind of article shipped wag 
not a machine nor machinery, but in each case the Commission 
held that, as a matter of fact, it was a machine or machinery, 
and was therefore embraced within the general description. See 
Buffalo-Springer Roller Co, vs. D. T. & I. R. R. Co., 126 I. C. C.177; 
Buchanan vs. S. A. L. Ry., 152 I C. C. 375; City of Lakeland, 
Fla., vs. A. C. L., 152 I. C. C. 621, and White Construction (Co, 
vs. B. & O. R. R., 155 I. C. C 680 In the Lawrence Construction 
Company case, the Commission said: 

Defendant denies that a self-propelling road roller is a machine 
pointing out that they are ordinarily referred to as ‘“‘steam rollers” 
rather than “machines.” For obvious reasons most machines are 
generally referred to by their individual names, but that does not 
make them any the less machines. In our opinion a self-propelling 


road roller is a machine in an entirely proper and normal sense of 
the word. 


In Buchanan vs. S. A. L. Ry., 152 I. C. C. 375, the shipments 
included some power shovels, and these were held to be ma- 
chines. We are not advised as to what constitutes or what 
is generally recognized as the distinction between hoisting and 
other kinds of machines, and it is quite possible the Commission 
might hold that while a power shovel, for example, is actually 
used in hoisting, its chief function is scooping or shoveling, and 
that hoisting is incidental to its chief function. We think the dis- 
tinction would be quite technical, however, and that the loose- 
ness of the commodity rate description in item 1560 should be 
construed against the carriers. 


Tariff Interpretation—Application of Rule 10 of Classification to 


Shipment Subject to Rule 24 


Missouri.—Question: Please refer to your answer to 
“Texas,” on page 1156 of the May 9, 1931, issue of The Traffic 
World. 

When the railroads are asking shippers to “help reduce 
transportation waste by loading cars to the load limit,” and 
are advocating heavy loading, doesn’t it seem absurd to say 
that shippers or receivers of freight shall be penalized for ship- 
ping in the manner described; or, in other words, that the 
freight charges will be greater on 6,000 pounds of envelopes, 
papeteries and book covers (Group 4 commodities in item 2380 
of Southwestern Lines’ Tariff 42-T, Agent J. E. Johanson’s 
I. C. C. No. 2165) and 104,000 pounds of paper tablets and 
writing paper, other than folded (Group 3 commodities), when 
loaded in two cars, weights 65,000 pounds and 45,000 pounds, 
respectively, on one bill of lading, than if loaded in three cars 
covered by two bills of lading? 

Carriers could offer no legitimate objection if the shipment 
in question were loaded 6,000 pounds envelopes, papeteries 
and book covers and 34,000 pounds of paper tablets and writing 
paper, other than folded, or total of just the carload minimum 
weight of 40,000 pounds, in one car on one bill of lading carry 
ing Group 4 rate of 75 cents per 100 pounds from St. Joseph, 
Mo., to Dallas, Tex., and the balance of the tonnage, or 70,000 
pounds of paper tablets and writing paper, other than folded, 
in two cars, the first containing minimum carload weight of 
36,000 pounds or more, in accordance with rule 24 of Consoll- 
dated Freight Classification No. 6, Agent R. C. Fyfe’s I. C. C. 
No. 19, with excess or overflow lot of 34,000 pounds or less 1D 
the second car, on another bill of lading carrying Group 3 rate 
of 67% cents per 100 pounds from St. Joseph, Mo., to Dallas, 
Tex. 

It would really appear that the efforts of shippers to © 
operate with carriers by eliminating unnecessary handling 0 
an extra car from St. Joseph, Mo., to Dallas, Tex., as well as 
saving for the carriers per diem reclaim at both the point of 
origin and the destination, and switching absorption of $6.30 
at point of origin, plus similar switching absorption at destina- 
tion, should be appreciated, and we do not believe it is sound 
reasoning to attempt to assess additional freight charges by 
figuring either, first, the Group 4 carload rate of 75 cents per 
100 pounds on total weight of 110,000 pounds; second, the Group 
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TRANSPORTATION LAW and the I. C. C. BAR 


D° you want to earn more money? 
Then study to become a Traffic 
Counselor and qualify yourself to prac- 
tice before the Bar of the Interstate 
Commerce Commission. 


Men with the necessary legal and tech- 
nical qualifications, properly sponsored, 
may apply to the Commission for ad- 
mission to the I. C. C. Bar, and when 
accepted are enrolled and admitted to 
practice. There is no difficult state bar 
examination to pass, nor any rigid high 
school or college educational require- 
ments to meet. 


A Profitable Profession 


Cases before the Commission frequently in- 
volve thousands, and sometimes millions of 
dollars. A man qualified with a knowledge 
of transportation law and procedure to han- 
dle such cases effectively, can command a 
very attractive income. 


How to Qualify 


“Federal Regulation of Commerce” (com- 
plete in 40 Volume-Units), in connection 
with the Institute’s home-study course, pro- 
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vides the legal training that every present or 
future Traffic Counselor needs. Those who 
complete this Course are awarded the degree 
of Bachelor of Transportation Law (B.T.L.). 


Sufficient elementary work is given so that 
even a beginner, without previous legal ex- 
perience, can handle the study. A man with 
some practical experience should be able to 
cover the field in eighteen months of spare- 
hour study, and then be ready to enter the 
profitable profession of the traffic counselor. 
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3 carload rate of 6714 cents per 100 pounds on 104,000 pounds of 
paper tablets and writing paper, other than folded, plus L. C. L. 
freight charges or second class $1.60 per 100 pounds on en- 
velopes and papeteries and first class $1.88 per 100 pounds 
on book covers, aggregating 6,000 pounds; third, the Group 4 
carload rate of 75 cents per 100 pounds on the 45,000 pounds 
actually loaded into one car, plus the Group 3 carload rate of 
6714 cents per 100 pounds on the 65,000 pounds which was loaded 
in the other car. The first method would make freight charges 
$825; the second, approximately $800 (this would vary, accord- 
ing to the separate weights on the envelopes and papeteries, 
rated second class, L. C. L., and the book covers, rated first 
class, L. C. L.); and the third, $776.25; whereas, the correct 
basis, or Group 4 carload rate of 75 cents per 100 pounds on 
minimum carload weight of 40,000 pounds of envelopes, pape- 
teries, book covers, paper tablets and/or writing paper, other 
than folded, plus the Group 3 carload rate of 67% cents per 
100 pounds on the remainder, or 70,000 pounds of paper tablets 
and/or writing paper, other than folded, figures $772.50. 

We would like very much to have your further comments. 

Answer: Were it not for rule 24 of the classification, the 
shipment could be rated as a single car containing a mixed 
shipment consisting of 6,000 pounds of envelopes, papeteries, 
and covers, and 39,000 pounds of tablets and writing paper; 
and another single car shipment consisting of 65,000 pounds 
of tablets and writing paper. The fact that a single bill of 
lading covered the two cars would not unite them for rate 
purposes. Each car would be treated as a separate carload 
as it was actually loaded, and rated as if it were covered by 
a separate bill of lading. The unused carload rule would apply 
to the first carload shipment and would result in charges based 
on 75 cents for 45,000 pounds. The second car would be charged 
at 67% cents for 65,000 pounds. The aggregate would be $776.25. 

Apparently the shipment was tendered as an overflow or 
follow-lot shipment (assuming the conditions of rule 24 are 
complied with, such as loading the first car to capacity, and 
marking the excess as required by section 8), and rule 24 states: 

When carload freight is received in excess of the quantity that 
can be loaded in or on one car the following shall apply. 

Among the conditions that apply to such a tender is one 
that the excess shall be charged at the actual weight and at the 
carload rate applicable to the entire shipment. This being a 
mixed shipment of 110,000 pounds, it is subject to rule 10, and 
therefore, under section 2 of rule 10, is subject to be charged 
at 75 cents for the entire weight, or $825. However, as we 
have stated previously, if under rule 10, section 3 (b), a lower 
aggregate charge may be obtained by treating the articles as if 
divided into two separate carloads, that plan may be used to 
lower the charge. Under our interpretation of rule 10, how- 
ever, we are unable to arrive at a charge lower than $825, 
unless the tablets and writing paper charged at actual weight 
and 67% cents, and the envelopes and other articles charged at 
actual weight and their respective less-carload rates, under sec- 
tion 4 makes lower. Not having these separate weights, we cannot 
present complete comparisons. Under section 3, however, we 
would put all the writing paper and tablets into one theoretical 
car and the other articles into the other theoretical car. That 
would give us a charge of 104,000 pounds of tablets and writing 
paper at 671% cents, and 40,000 pounds at 75 cents. Obviously 
that charge would not be used. 

We do not construe rule 10 as permitting the division of the 
same commodity into two or more different separate theoretical 
carloads, as section 3 is subject to the conditions of section 2, and 
section 2 relates only to “a number of different articles.” We 
could not have two separate carloads within the meaning of 
rule 10, section 3, if we have writing paper or tables in both 
of such theoretical cars. However, if the exact weight of the 
tablets, for example, were 34,000 pounds, these could be placed 
with the envelopes, etc., and we would have 40,000 pounds at 
75 cents, and 70,000 pounds at 67% cents, aggregating a total 
charge of $772.50. 


Weight Agreements—Reasonableness and Legality of Provisions 
Relating to Correction of Weights or Description 


Illinois—Question: Since many years back, weight agree- 
ments with the carriers effected through various inspection bu- 
reaus have contained the stipulation that the shipper shall 
promptly pay bills for all undercharges from original point of 
shipment to final destination resulting from certification of in- 
creased weights or improper description, whether shipment 
is sold f. 0. b at point of shipment or elsewhere. 

It has seemed to us that a provision of this sort has no 
actual place in a weight agreement and it seems particularly 
inappropriate since the adoption of the “no recourse feature” 
of the present bill of lading, since it acts to nullify that feature. 
Therefore, isn’t the provision in the weight agreement unrea- 
sonable and has not the shipper a good cause for asking its 
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erasure? 

I assume the provision cannot be attacked as illegal, pe. 
cause it is probably legal to put anything into the weight 
agreement that the shipper will consent to by signing. | think 
that we are all concerned with, therefore, is the reasonableness 
of the provision. However, what is your opinion on both points? 

Answer: While in a sense, the provisions of the Weighing 
agreement, to which you refer, conflict with the provisions of 
section 7 of the Uniform Bill of Lading Contract Terms anq 
Conditions, we believe that the carriers are justified in attaching 
these conditions to the use of weight agreements and that there 
is no real conflict between the provisions and section 7 of the 
bill of lading, in that they relate solely to a difference ip 
weights or description which is traceable directly to an error or 
misrepresentation of the shipper in billing a shipment under 
the weight agreement and not to an error of the carrier in Weigh. 
ing, assessing freight charges or delivery of the goods without 


collection of freight charges, either through extending credit | 


where credit was not justified or in the erroneous delivery of 
the goods without collection of freight charges. 

The provisions seem to be reasonable and justified by the 
nature of the arrangement, under which the carrier must rely 
upon the accuracy and honesty of the shipper, subject to such 
check as the carrier may have through the scaling or inspection 
of certain shipments. 


Freight Charges—Liability of Consignor Where Consignee Noti- 
fies Carrier of Non-Beneficial Title in Property 


Correction.—In our answer to “Ohio,” on page 1096 of the 
May 2, 1931, Traffic World, under the above caption, we quoted 
from paragraph 2 of section 3 of the interstate commerce act, 
However, through error, the portion which relates specifically 
to the question was not quoted. Following is the quotation as 
it should have read: 


_. Where carriers by railroad are instructed by a shipper or con- 
signor to deliver property transported by such carriers to a con- 
signee other than the shipper or consignor, such consignee shall not 
be legally liable for transportation charges in respect of the trans- 
portation of such property (beyond those billed against him at the 
time of delivery for which he is otherwise liable), which may be 
found to be due after the property has been delivered to him, if the 
consignee (a) is an agent only and has no beneficial title in the 
property, and (b) prior to delivery of the property has notified the 
delivering carrier in writing of the fact of such agency and absence 
of beneficial title, and, in the case of a shipment reconsigned or di- 
verted to a point other than that specified in the original bill of 
lading, has also notified the delivering carrier in writing of the 
name and address of the beneficial owner of the property. In such 
cases the shipper or consignor, or, in the case of a shipment so re- 
consigned or diverted, the beneficial owner shall be liable for such 
additional charges, irrespective of any provisions to the contrary in 
> of lading or in the contract under which the shipment was 
made. 


Damages—Special—Where Goods Are Shipped in Pursuance of 
Sale for Stipulated Price 


Kansas.—Question: Recently we made a shipment consist- 
ing of two carloads of our products to a branch located in an 
eastern city. These were regular shipments and, according to 
the schedule furnished by the carriers, the cars were due to 
arrive at their destination the fifth morning. 

The contents of one of these cars was what would be con- 
sidered a consignment of regular stock to be sold on arrival at 
the market value. The product in the other car was to fill 
orders that had previously been sold at the prevailing market 
price at the time of shipment. 

Due to an engine failure on the line of the initial carrier, 
the cars failed to make proper connection at the Chicago Junc- 
tion with the eastern carrier and as a result the car arrived 
at destination on the sixth morning instead of the fifth. On 
account of a decline in the market, the buyers refused to accept 
their orders when shipments did not arrive fifth morning, and 
it was necessary to dispose of the contents of this car at the 
— market price, which resulted in a loss to us of about 

00. ‘ 

While the carriers admit the delay, they deny any liability 
on account of the loss being of a special nature. While the 
product was perishable, the cars arrived at destination with con- 
tents in good condition. Our claim was based on the amount 
which represents the difference between the price received 
and the price that would have been received had the cars made 
the usual schedule or fifth morning delivery. aise 

Will you please give us your ideas as to the carriers lia- 
bility in this case? | 

Answer: It is a rule of universal app ication that damages 
recoverable for delay in transportation must be such as might 
reasonably have been contemplated by the parties at the soins 
the contract of carriage was made and that special damages 
for delay are recoverable only in case the shipper, at or — 
the time of tendering the goods for shipment, informed ee 
carrier of the special circumstances which rendered promP 
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ly § ee ; , , . 
ne Eliminate Worry...Ship via McCormick 
n- 
-_ 
od : Oakland Portland 
de ji ° 
LosAngels MeCor Steamship Company — «ac 
“" ; 1, 
lt San Diego 215 Market St. a 
San F i Astoria 
~ : Vancouver, B.C. hdr a 8 
ne 
es 
re 
he 


pt 
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THE ONLY DIRE@ 
jy 5s> PORT OF NEW YO 


SERVING WITH 


Substantial saving in freight 
rates via all-water route with- 
out any transshipment. 


Our service extends also to 
and from upper lake points 
as far as Chicago and Duluth 
by transshipment at Buffalo. 


700 gross tons constitute aver- 
age barge load. 


Barges move in fleets of four 


ot a 
Ay 


with approximate total capac- DE rRoT' 


ity of 2800 gross tons. ig 
“Nb 

Our boats are especially TOLEDO “if i 
adapted to quick handling of BY. Noo. SKY LORAIN 
bulk commodities. 


For Rates or Oth 


HEDGER TRANSPO}W 


BUFFALO OFFIC tre 
N. ¥. PR ropuce XCHANGE CHAMBER OF COMMERCE BUILDING es 


MARITIME EXCHANGE 
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JBARGE SERVICE 


_" 
—_ 


24 GREAT LAKES <2 


‘\ 
SZ 
‘s 


ITTHNSSHIPMENT 
1) 


Average running time, from 
Lake Erie ports to New York, 
12 days. 


Our service is reliable and 
offers shippers the experience 
of 9 years’ successful opera- 
tion in this field. 


Barges always available for 
prompt loading at Cleveland, 
Toledo, Detroit and Buffalo. 


Cargo received on board 
alongside dock at lake ports 
and delivered to alongside 
steamers or consignees’ dock 
in the port of New York. 


Cargo also received for safe 
ports on Long Island Sound. 


nation, Address 


ATION COMPANY, ««. 


e@ York, N. Y. wal PMTEE Pees seusep cannzn 
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transportation and delivery of the goods at their destination 
necessary. 

To render effective the notice of special circumstances, it 
is essential that it be given at or before the time of making 
the contract of shipment. 

However, if it appears from the nature of the goods shipped 
or from other circumstances that the carrier ought to have known 
of the consequences which would follow from delay in trans- 
portation, it is charged with notice of such circumstances, al- 
though no actual notice was given. Under these circumstances 
the court may justly infer knowledge. 

A carrier who unreasonably delays the transportation of 
goods shipped under a contract of sale is not liable for any 
special damage occasioned by the loss of the sale, as, for in- 
stance, any profits the shipper would have made by delivery 
of the goods at destination according to the contract of sale, 
unless at or before the day of the shipment the carrier was noti- 
fied of the existence of the contract and that the goods were being 
shipped in accordance therewith. See Murrell vs. Pacific Ex- 
press Co. (Ark.), 14 S. W. 1098; St. Louis, etc., R. Co. vs. Mud- 
ford (Ark.), 3 S. W. 814; East Tennessee, etc., R. Co. vs. John- 
son (Ga.), 11 S. E. 908; Columbus, etc., R. Co. vs. Flournoy, 
75 Ga. 745; Ill. Cent. R. Co. vs. Cobb, 64 Ill. 128; Philadelphia, 
etc., R. Co. vs. Lehman, 56 Md. 209, Am. R. 415; Steffeen vs. 
Mississippi River, etc., R. Co. (Mo.), 56 S. W. 1125; Rogan vs. 
Wabash R. Co., 51 Mo. A. 665; Deming vs. Grand Trunk R. Co., 
48 N. H. 455, 2 Am. R. 267; Lindley vs. Richmond, etc., R. Co., 
89 N. C. 547; Grayson Co'nty National Bank vs. Nashville, etc., 
R. Co. (Civ. Ap. Tex.), 79 S. W. 1094; Gulf, etc., R. Co. vs. Cole 
(Tex.), 16 S. W. 176; Horne vs. Midland R. Co., L. R. 8 C. P. 
131, 5 E. R. C. 506 (Eng.); Great Western R. Co. vs. Redmayne, 
L. R. 1 C. P. 329 (Eng.); see also Stavangeren vs. S. S. Co., 
250 Fed. 67. , 

The general rule, under the circumstances noted, is that 
the measure of damages is the difference between the market 
value of the goods at the time they ought to have been delivered 
and their value at the time they were actually delivered, with 
such other and incidental damages as proximately flow from the 
delay. To this is to be added interest and the unpaid cost of 
transportation deducted. 


Limitation of Actions—Declination of Claim—What Constitutes 


Texas.— Question: Section 2, paragraph B, of the Uniform 

Bill of Lading Contract Terms and Conditions, reads, in part, as 
follows: 
; Provided, that in case the claim on which suit is based was made 
in writing within six months, or nine months in case of export traf- 
fic (whether or not filing of such claim is required as a condition 
precedent to recovery), suit shall be instituted not later than two 
years and one day after notice in writing is given by the carrier 
to the claimant that the carrier has disallowed the claim or any 
part or parts thereof specified in the notice. 


Will you kindly advise just what is required from the rail- 
road company in declining, a claim filed for loss and damage 
under the provisions of the bill of lading, and just what lan- 
guage they would be expected to use? 

Would carrier’s letter to the claimant asking them to with- 
draw a claim or carrier’s letter stating that they did not see 
any carrier’s liability, constitute declination under the bill of 
lading? And after receipt by the claimant of these letters, he 
wrote the carrier that if the above letters were to be taken 
as declining the claim, to kindly return supporting papers, 
papers were returned with the following, “as per your request 
of date, papers are herewith returned,” would this con- 
stitute declination of the claim in writing to the claimant under 
the bill of lading? 

Can you cite us any legal ruling defining clearly just what 
language should be used and just what is expected of the 
carrier in declining a loss and damage claim under section 2, 
paragraph B, of the Uniform Bill of Lading? 

Answer: The declination of a claim or any part thereof 
by a carrier need not be phrased in formal language, it being 
sufficient that the import of the language used is such as to 
inform the claimant that the claim is disallowed either in part 
or in full. 

While we are not aware of any decision of the courts which 
construes language which a carrier has contended constitutes 
a declination of a claim, the Commission has done so in its 
decision in Omaha Steel Works vs. C. & N. W. Ry., 159 I. C. C. 
787, with respect to a provision in subdivision (c), of sub- 
section 3, of section 16, of the act, relating to claims for over- 
charge, which is similar in effect to the above quoted provision 
of paragraph B of section 2 of the Uniform Bill of Lading Con- 
tract Terms and Conditions. In this case the Commission held 
that where the carrier had advised the complainant in writing 
that the shipment had been overcharged in an amount less than 
that sought, complainant has notice in writing of the disallow- 
ance of part of the claim, as contemplated by the act. 
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See, also, in this connection, the decision of the Supreme 
Court of the United States in G. F. & A. Ry. Co. vs. Blish Milling 
Co., 241 U. S. 190, 36 S. Ct. Rep. 541, with respect to what cop. 
stitutes a notice of claim for loss or damage. In this case the 
court said: 


In the preceding telegrams, which passed between the parties 
and are detailed by the state court in stating the facts, the shipment 
had been adequately identified, so that this final telegram, taken with 
the others, established beyond question the particular shipment to 
which the claim referred and was in substance the making of a claim 
within the meaning of the _stipulation—the object of which was to 
secure reasonable notice. We think that it sufficiently apprised the 
carrier of the character of the claim, for while it stated that the 
claim was for the entire contents of the car ‘‘at invoice price” this 
did not constitute such a variance from the claim for the value of 
the flour as to be misleading; and it is plain that no prejudice re- 
sulted. Granting that the stipulation is applicable and valid, it does 
not require documents in a particular form. It is addressed to a 
practical exigency and it is to be construed in a practical way. The 
stipulation required that the claim should be made in writing but 
a telegram which in itself or taken with other telegrams contained 
an adequate statement must be deemed to satisfy this requirement. 


The principle of this decision is, in our opinion, applicable 
to the instant case. 


Personal Notes 


The resignation of D. W. Russell, vice-president of the 
Southwestern Transportation Company, subsidiary of the Cotton 
Belt, effective July 15, to accept a position with the Dodge 
Brothers Corporation, has been announced by President Daniel 
Upthegrove, of the Cotton Belt. He will be succeeded as vice- 
president by H. R. Moore, Jr., formerly general traffic manager 
for the bus company, and L. R. Reagan has been appointed gen- 
eral manager, with jurisdiction over all departments. Both 
Moore and Reagan, whose appointments become effective July 
15, will have headquarters at Texarkana R. A. Pendergrass 
has been appointed general agent, St. Louis Southwestern, at 
Nashville, Tenn., succeeding T. G. King, transferred. A. H. 
Merck has been appointed general agent, with headquarters 
at Winston-Salem, N. C., succeeding Mr. Pendergrass. 

A. G. Bloom has been appointed general agent, passenger 
department, Union Pacific, at Omaha. 

T. L. Hirshman has been appointed traffic manager, Chi- 
cago & Illinois Valley Railroad, with headquarters at Ottawa, Ill. 

Roy H. Lumpp has resigned as treasurer, Tooker Storage 
end Forwarding Company, Chicago to take a position with the 
Currier-Lee Warehouse Company, Chicago, effective July 1. 

Joseph Wayne, Jr., has been elected a member of the board 
of the Pennsylvania to fill the vacancy caused by the recent 
death of Charles Day. Mr. Wayne is a banker, president and 
director of the Philadelphia National Bank, director of the Phila- 
delphia Federal Reserve Bank, president of the Philadelphia 
Clearing House Association, director of the Baldwin Locomotive 
Works, and a director or trustee of many other Philadelphia 
financial and insurance institutions. 

Gaillard F. Ravenel, vice-president of the Roosevelt Steam- 
ship Company, who has been general manager for the Inter- 
national Mercantile Marine Company in Boston for the last 
twelve years, has been placed in charge of the Baltimore office 
of the new Baltimore Mail Steamship Line. 

George H. Ingalls, vice-president, traffic, New York Central 
Lines, died at his home in New York June 14. He was 59 years 
old. He began his railroad career in 1893 as a clerk for the 
Chesapeake & Ohio in Cincinnati and had been vice-president 
of the New York Central since 1919. 

Edwin D. Jones has been appointed superintendent, Duluth- 
Superior division, Soo Line, with headquarters at Superior Wis., 
succeeding Charles L. Simpson, transferred. Mr. Simpson has 
been appointed superintendent, Stevens Point division, with 
headquarters at Stevens Point, Wis., succeeding Mr. Jones. 

Cc. C. Crew has been appoinetd traffic agent (passenger), 
Chicago Great Western, at Dallas, succeeding W. N. Jones, 
promoted. Fred Wight has been appointed district passenger 
agent at Omaha, succeeding H. D. Phillips, promoted. 


A. R. A. PROTECTIVE SECTION 


The eleventh annual meeting of the protective section of 
the American Railway Association will be held at the Stevens 
Hotel, Chicago, June 23, 24 and 25. Speakers include C. W. 
Galloway, vice-president, B. & O.; George E. Q. Johnson, United 
States district attorney at Chicago; J. Edgar Hoover, ce 
of the bureau of investigation, United States Department 
Justice, and A. L. Green, special representative, freight claims 
division, American Railway Association. 
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Carload Interchange 


Connections with 

N FIVE Important 
TRUNK LINES and 
THREE BELT RAILROADS 


LAKE MICHIGAN 


1H. 
(NNER BEL 
Y 





MS 


Carload Interchange Connections: 


Baltimore & Ohio Chicago Terminal. Chicago 
(Central Ave.) 


..+2+-Chicago 
(Central Ave.) 


Minneapolis, St. Paul & Sault Ste. Marie 


Chicago Great Western.... 


(bs +aeanen ekeeeedonedanael Chicago 
(Central Ave.) 

Indiana Harbor Belt............- Bellwood 
oe S| rere Elgin Jct- 


Elgin, Joliet & Eastern. . Wayne & Electric Jct. 


Chicago, Burlington & Quincy.Glenwood Park 
and Aurora 


Chicago, Milwaukee, St.Paul & Pacific. Elgin 
(Renwick) 


Consult with us for complete information 
on attractive industrial sites. 


BW CHICAGO\ , 
AURORA AnD ELGIN| 


RAILROAD 





C. H. SCHILDGEN, Industrial Agent 
C. D. FINNEGAN, Asst. Industrial Agent 
72 West Adams St., Chicago Phone State 0517 
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Doings of the Traffic Cluhs 


nt Ox o 


i oe 


The Traffic and Transportation Club of Philadelphia, , 
“junior” club, has been organized with the following officers: 
President, Joseph F. Bieler, American-Hawaiian Steamship Com. | 
pany; vice-president, John U. Tait, Philadelphia Tidewatey | 
Terminal; secretary, Lawrence R. Sharp, B. & O.; treasurer 
Charles L. Moore, Charles Lennig & Co., Inc.; directors, wij. 
liam M. Hardt, 2d, Pennsylvania; L. J. Donnelly, Americap. 
Hawaiian Steamship Company; Herbert E. Sixtus, Certainteeq 
Products Company; John Durney, Luckenbach Steamship Com. 
pany, and A. C. Buchegger, Burger Brothers. 

The summer program of the Indianapolis Traffic Club jn. | 
cludes the annual mid-summer golf outing and dinner to pe | 
given at the Ulen Country Club, Lebanon, July 9; a “stag” picnic § 
- — Lodge August 6, and the fall golf outing Septem. | 
er 15. 


eS 


A beefsteak dinner June 24 will be the closing event of the | 
season for the Metropolitan Traffic Association of New York. | 
An attendance of more than three hundred is expected. 








A meeting of the Houston Traffic Club June 15 was des. 
ignated “Katy Day.” Z. G. Hopkins, assistant to the president, 
M.-K.-T., was the principal speaker. E. R. Easton, local agent 
of the Katy, was in charge of the program. Katy officials attend- 
ing included G. C. Smith, general traffic manager, St. Louis: 
J. F. Garvin, freight traffic manager, Dallas; J. F. Hennesey, Jr, 
passenger traffic manager, Dallas and St. Louis, and G, ¢. 
Byers, general superintendent, Dennison, Tex. 





The annual summer outing of the Toronto Passenger Club 
will be given at the Royal Muskoka Hotel, Lake Rosseau, June | 
27 and 28. Golf, a ball game and a 100-mile cruise will be | 
part of the outing. The club assisted in the entertainment of ° 


| the Cleveland Passenger Club, which visited Toronto the week § 


of May 30. 





The Junior Traffic Club of Chicago will give its second all- 
day golf outing at the Biltmore Country Club June 25. There 7 
will be swimming and dinner, as well as golf. ; 


VOR ORE ees 


ren 





The Miami Valley Traffic Club will hold the third of its | 
series of golf tournaments at the Butler County Golf and Country 
Club, Hamilton, O., June 25. 

A “moonlight barbecue” will be given by the Traffic Club 
of Kansas City at the farm of Harry Smith June 25. The club 
publication, published for the first time in May, has been named 
“Traffic Club News,” the selection having been made from 
thirty-seven suggested titles. 








A meeting of the Women’s Traffic Club of Los Angeles, 
June 10, at the Alexandria Hotel, was devoted to “family 
affairs.” The new president of the club, Julia M. Turechek, 
Panama Mail Steamship Company, presided and received reports 
from all the standing committees concerning plans for the com- 
ing year. Gertrude Mason, Associated Public Relations, Inc. 


past president of the club, told of her recent work in New York, || 


and Irene F. Donohue, Santa Fe, outlined plans for a week-end | 
outing at San Clemente by the Sea June 20 and 21. 5 





The Transportation Club of St. Paul has changed the date © 
of its second “preliminary” golf tournament from June 23 tog 
June 24. It will be held jointly with the Traffic Club of Min- FF 
neapolis and the play will be at the University of Minnesota § 
Recreation Field Golf Course. 

2. 

The Traffic Club of Dallas will hold a luncheon meeting al} 
the Adolphus Hotel June 22 in honor of members who have} 
joined the club in the administration of President Damron. The” 
committee in charge of the golf tournament will announce WID © 
ners and present prizes. ; 





A. R. A. MECHANICAL DIVISION 


The mechanical division of the American Railway Associt 4 
tion will hold its twelfth annual meeting at the Congress Hotel, | 
Chicago, June 23 and 24. Commissioner Frank McManamy will 7 
address the meeting June 24, and, on June 23, R. H. Aishton, 
president, American Railway Association, and M. J. Gormley, 
executive vice-president, will be among the speakers. 
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GHIPMENTS under through bills of lading 
are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 


Customs Agencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, Texas, which are fully equipped to handle all 
shipments. The employment ofthese agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 





Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 


* 
For Complete Information 


Communicate with 


F.P. De Hoyos, Gen. Agt. V.H.Moscosso,Com.Agt 
1515 Penn Bidg. Room A-21 


New York City Railway Exchange Bldg. 
St. Louis, Mo. 
N. Puente, Gen. Agt. 
at Monadnock ~ A. Horcasitas, Com. Agt. 
San Francisco, Ca 414 Whitney Bank Bldg. 


New Orleans, La. 
F. C. Loma. Gen. Agt. 


Room 1520, F. Agt. 
Two-O-OneNorth Wells Bidg. 815 Pate oo Bldg. 





Chicago, Illinois Los Angeles, Calif. 
Laredo to Mexico City. . . 53 Hours El Paso to Mexico City . . . 101 Hours 
Eagle Pass to Mexico City 67 Hours Brownsville to Mexico City 69 Hours 


— 


NATIONAL RAILWAYS OF MEXICO 


, Mi ove 


| our Pp LANT How? By availing yourself of the 


unusual facilities of this modern 


t ia th e § e aa b / aa rd warehouse. From this point your 


goods can be delivered to your 








race Oo 


eustomer in Manhattan within 
an hour ... as far as Albany or 
Boston within 24 hours! It puts 
your goods in easy reach of New 


York City. Brooklyn, Long Island, 


at 
ve 
he 
in- 





Westchester County, Hudson 
River Valley, New Jersey, 
a L A C K A W A N N A Connecticut, hese Island, ne 
a TERMINAL WARE HOUSES S Southern Massachusetts. 
7 JERSEY CITY, N. J. 
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UNION 
PACIFIC 
SYSTEM 
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Imperial Valley 


Cantaloupes 


Are now on the market 


Some of the most pro- 
ductive areas in America, 
as well as the most 
popular vacation resorts 
and National Parks, are 
along the Union Pacific, 
the line that serves more 
of the West than any 


other railroad. 
Q 


THE OVERLAND ROUTE 


UNION PACIFIC 
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No 


. 24449, Sub. No. 1. 


. 24487. 


- 24487. 
. 24487. 
. 24487. 
. 24487. 
- 24487. 
- 24487. 
. 24487. 
- 24487. 


- 24487. 
. 24487. 


. 24487. Sub. No. 22. Same vs. 
. 24487. Sub. No. 23. 


. 24487. Sub. No. 28. 


. 24491, 


\ 
; 
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Digest of New Complaints 


\ 


22402, Sub. No. 1. Chamber of Commerce of Fargo, N. D., et a) 
vs. A. C. & Y. et al. 

Rates in violation sections 1 and 3, seeds, including flaxseed 
points in the Dakotas to points in the Dakotas, Minn., Ia., Wis' 
upper peninsula of Mich., Neb., Mo., Kan., Ill., and destination 
beyond in official and southern territories, as compared with cop. 
temporaneous rates, transit rules, regulations and _ arrangements 
applied at, from and to and through the Twin Cities, Duluth 
Moorhead, Minn.; Superior, Wis.; Sioux Falls and Brookings 
S. D.; Sioux City, Des Moines and Mason City, Ia.; Omaha and 
Lincoln, Neb.; Kansas City, St. Joseph and St. Louis, Mo., to the 
same destinations. Fargo and other North Dakota points prejy- 
diced. Ask rates and transit arrangements and reparation. 
Bannock Motor Co. et al., Pocatello, Ida., ys 
A. T. & 3. 3. et al. 

Unreasonable rates and weights, automobiles and parts, points 
in Ind., Mich., O., Pa., and Wis., to points in Ida. Ask rates 
and minimum weights and reparation. 


. 24481. Boston Wool Trade Association, Boston, Mass., vs. A. C. & 


Y. et al. 

Unreasonable charges, because of failure of dependents to es- 
tablish just and reasonable all rail and rail and water rates, woo! 
and mohair, C. L., and L. C. L., points in official territory, particu. 
larly within that portion commonly referred to as C. F. A. and 
T. L. territories to Boston, Mass., and all points in New England 
Freight Association territory now taking same rates as Boston, 
Asks rates not in excess of those prescribed in Eastern Class Rate 
case, when in less than carload rates of 85 per cent; when in 
carloads 55 per cent; minimum weight 18,000 lbs., subject rule 34 
of official classification. 

Sub. No. 10. Western Supply Co., et al., Tulsa, Okla. vs. 
Pr. & 8. F. ot al. 

Unreasonable rates, wrought iron pipe and casing, 
Okla., to Pampa, Tex. Ask rates and reparation. 
Sub. No. 11. Same vs. A. T. & S. F. et al. 
Same complaint and prayer, Ponca City, Okla., to Pampa, Tex. 
Sub. No. 12. Same vs. St. L.-S. F. et al. 
complaint and prayer, Bristow, Okla., to Shamrock, Tex. 
Sub. No. 13. Same vs. P. & S. F. et al. 
complaint and prayer, Braman, Okla., 
Sub. No. 14. Same vs. P. & S. F. et al. 
complaint and prayer, Garber, Okla., to Pampa, Tex. 
Sub. No. 15. Same vs. P. & S. F. et al. 
complaint and prayer, Supply, Okla., to Pampa, Tex. 
Sub. No. 16. Same vs. P. & S. F. et al. 
complaint and prayer, Bryant, Okla., to Pampa, Tex. 
Sub. No. 17. Same vs. P. & S. F. et al. 
complaint and prayer, Henryetta, Okla., to Pampa, Tex. 
Sub. No. 18. Same vs. St. L.-S. F. et al. 
comyilaint and prayer, Retta, Okla., to Pampa, Tex. 
Sub. No. 19. Same vs. P. & S. F. et al. 
complaint and prayer, Blackwell, Okla., 
Sub. No. 20. Same vs. A. T. & F. et al. 
complaint and prayer, Belva, Okla., to Pampa, Tex. 
Sub. No. 21. Same vs. A. T. & S. F. et al. 

Same complaint and prayer, DeNoya, Okla., to Pampa, Tex. 
P. & S. F. et al. 

Same complaint and prayer, Winfield, Kan., to Pampa, Tex. 
Same vs. C. R. I. & P. et al. 

Same complaint and prayer, Billings, Okla., to McLean, Tex. 
. 24487. Sub. No. 24. Same vs. P. & S. F. et al. 

Same complaint and prayer, Drumright, Okla., to Pampa, Tex. 
. 24487. Sub. No. 25. Same vs. P. & S. F. et al. 

Same complaint and prayer, Covington, Okla., to Pampa, Tex. 
. 24487. Sub. No. 26. Same vs. A. T. & S. F. et al. 

Same complaint and prayer, Braman, Okla., to Pampa, Tex. 

. 24487. Sub. No. 27. Same vs. A. T. & S. F. et al. 

Same complaint and prayer, Sand Springs, Okla., to Pampa, Tex. 
Same vs. P. & S. F. et al. 

Same complaint and prayer, Chilocco, Okla., to Pampa, Tex. 


Nowata, 


Same 
Same to Pampa, Tex. 
Same 
Same 
Same 
Same 
Same 


- 24487. 


Same to Pampa, Tex 


Same 


. 24488. C. V. Hoke et al., Little Rock, Ark., vs. A. T. & S. F. et al. 


Unreasonable rates, and charges, broomcorn, Walsh, Colo., and 
Melrose, San Jon, Tucumcari, and Logan, N. M., to Little Rock, 
Ark. Ask rates and reparation. 

Sa a Association of Commerce, Cairo, Ill., vs. A. T. & 

-. oo WO B. 

Rates in violation sections 1 and 3, beans and potatoes, points 
in Colo., Neb. and Wyo. to Cairo, Ill., as compared with rates 
— competitors at St. Louis, Mo., and Memphis, Tenn. Asks 
rates. 


. 24490. Geo. C. Smith Commission Co., Atlanta, Ga., vs. Pere Mar- 


quette et al. 
Unreasonable charges, hay, Bay Shore, Mich., to Atlanta, G2. 
Asks reparation. 
Cotton Exchange of Augusta, Ga., vs. A. C. L. et al. » 
Rates in violation first three sections, cotton, points in - 
Carolinas, Ga., Ala., and Miss., via Augusta, Ga., to ports . 
Charleston, S. C., and Savannah, Ga., and Carolina mill points a 
compared with so-called truck-competitive rates to Charlestot 
S. C., Norfolk, Va., and Wilmington, N. C., and from points 0 


Ala., and Miss., to Mobile, Ala., and Pensacola, Fla. Asks rates. 
B. & O. et al. 


. 24492, Pittsburgh Banana Co., Pittsburgh, Pa., vs. ! hree 
Charges on weights on imported bananas in violation first t - 
sections, Baltimore, New York and Philadelphia to Pittsbure® 
Pa., as compared with weights on other import traffic. Asks ne 
weight practice and reparation. Aé 
. 24493. Hardwood Export Co. et al., New Orleans, La., V5. 
L. M. et al. '. to 
Unreasonable rates, logs, points in Ark., La., and Mise. 
New Orleans, La., Gulfport, Miss., and Mobile, Ala. Ask rates 


and reparation. 

. 24494. Walker-Gordon Laboratory Co., 

vs. N. & W. et al. 
Unreasonable rates, 


Inc., New York, N. Y, 


Va., to Juliustow 


livestock, Blacksburg, 


and Plainsboro, N. J., and from the latter points to Blacksburé 
Asks rates and reparation. t al 
. 24495. Chase Nursery Co., Inc., Chase, Ala., vs, A. & R. eli 


Rates and charges in violation sections 1, 3 and 4, nursery 
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Getting to your customers 
‘TE in 300 Central Illinois 


towns in a hurry 
CUT YOUR COST AND DELAY of delivering mer- 


chandise to the store door in Central Illinois. 

OUR RELIABLE, immediate merchandise distribution 
will do this through our co-ordinated warehouse 
and fast motor truck freight service to the store door 


Praia: ses = 


— =. o 
ad + oases 


ts in over 300 towns in Central Illinois. 

& We would be pleased to furnish you with all infor- 
mation about this new plan of merchandise dis- 
tribution. 

A 44 years in the Warehouse business. 


WAREHOUSES 


621 North Main St. 
x. I DECATUR, ILLINOIS 


ox. We take the full responsibility for your 
f merchandise from receipt to destination. 


: Parke 





UNITED FRUIT COMPANY 
Fa Steamship Service <a> 
General Offices: One Federal St., Boston, Mass. 
FREIGHT AND PASSENGER SERVICE 


Between 


New York New Orleans 


Boston and San Francisco 


and 


Cuba, Jamaica, Panama, Colombia, Costa Rica, Guatemala, 
Honduras, British Honduras, Mexico, Nicaragua, Salvador. 


Weekly service with transhipment at Cristobal (Canal Zone) 
to West Coast Ports of Central America, South America 
and Mexico at differential rates. Through bills of lading 
to all points. 

Shipments to El Salvador handled expeditiously via Puerto 


atrios, Guatemala, and the International Railways of Cen- 
tral America. 























For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 


1001 Fourth St., Pier 3, North River, 321 St. Charles St., 
Francisce, Cal. New Yerk, N. Y. New Orleans, La. 
319 No. Feurth S8t., 111 W. Washingten St., 
St. Louis, Me. Chicage, DL 
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ENORMOUS 
GRAIN SHIPMENTS 


are now moving through 


HOUSTON 


THE GREAT GRAIN PORT 
of the South 


Coastwise or foreign move- 


ments of grain can be 
shipped to advantage 
through Houston. Low rate 
scales effect important sav- 
ings and every facility is 







available for unloading and 





loading in record time, as 
well as ample storage space 






in public and private ele- 
vators equipped with the 
latest safety devices. 









SEND FOR THE NEW ISSUE OF THE 
HOUSTON PORT BOOK 

















It contains all the information about 
grain facilities in Houston and you'll 
want it on your desk constantly for 






reference. 





DIRECTOR OF THE PORT 


5th Floor, Courthouse 
HOUSTON TEXAS 
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NEW YORK TO OR FROM 


3 NEW ELECTRIC LINERS 


ALL 33,000’ TONS IN SIZE | 3 oy eWAS 


S.S. CALIFORNIA S.S. VIRGINIA 
S.S. PENNSYLVANIA 


Itinerary: New York-Havana- Panama Canal-Balboa- 
San Diego (Westbound)-Los Angeles-San Francisco. 
Regular fortnightly sailings. 13 Days Coast-to-Coast in 
either direction. Thoroughly modern freight facilities 
and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying 
automobiles uncrated as baggage. 


Proposed Sailing Dates 
Westbound Eastbound 
from New York fromSanFrancisco—*Los Angeles 
California . . June 27; Aug. 8 Pennsylvania. July 4; Aug. 15 


Virginia . . . July 11; Aug.22 California . . July 18; Aug. 29 
Pennsylvania . July 25; Sept. 5 Virginia . .. Aug. 1; Sept. 12 


and fortnightly thereafter 
*from Los Angeles 2nd day following 


fanama facifie fine 


* ALL NEW STEAMERS * 
INTERNATIONAL MERCANTILE MARINE COMPANY 


Pier 61 North River, New York City 1Broadway, New York City 
(West 28rd St.) Tel. CHelsea 3-6760 Tel. Digby 4-5800 
Chicago, 180 N. Michigan Ave. Boston, 84 State St. 
Philadelphia, Public Ledger Bldg. Baltimore, Chamber of Commerce Bldg. 
San Francisco, 311 California St. Los Angeles. Central Bldg. 














Including ample dry 


storage— 
everything a modern, efficient 
distribution plant should have 


Commodities of many kinds come to us for distribution to the Centra! 
States markets. Many of them, like sugar, demand special care—in handling 
and in storage. 

Barge lines, railroads and truck lines come to our door. Electric cranes 
and tractor trains handle merchandise into, through and out of the terminal. 
Care, with speed and economy, is the watchword. 

In other words there are many advantages to you in using this rail-water- 
truck terminal of ours for distribution to your customers in the surrounding 
states. We would like to send you rates and detailed information on our 
operation, and will, if you will drop us a line. 


MEAD JOHNSON 
TERMINAL CORPORATION 


J. D. Beeler, Vice Pres. and Gen'l Mgr. 
1830 West Ohio Street Evansville, Ind. 














No. 


No. 


No. 


No. 


No. 


No. 
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dormant, Chase, Ala., to points in southern, Official, and western 
trunk line territories. Competitors in Ala., Conn., Del., Ga., [y 
Ia., Mich., Miss., N. J.. N. Y., N. C., O., Tenn., and Va., pre. 
ferred. Asks rates and reparation. 

24496. Birmingham (Ala.) Tank Co. vs. Southern et al. 

Unreasonable charges, tanks, iron or steel, set up, 3 to 16 gauge 
(U. S. standard), tank supports and tank fittings, Birmingham ang 
North Birmingham, Ala., to points in southern, official and west- 
ern classification territories. Asks rates, rules, charges and rep- 
aration. 

Trenton Potteries Co. et al., Trenton, N. J., vs. A. C, L, 
et al. 

Rates in violation sections 1 and 3, kaolin clay, Crossley, Edgar 
and Okahumpka, Fla., and other producing points related thereto 
to Trenton, Matawan, Perth Amboy, and Old Bridge, N. J., Mor: 
risville and Bendersville, Pa., and Zanesville and Columbus, 0. 
as compared with rates enjoyed by competitors at Baltimore, Md’ 
Harrisburg, Pa., Norristown, Pa., Philadelphia, Pa., Reading, Pa.’ 
and Cincinnati, O. Ask rates and reparation. 


. 24498. Standard Oil Co. of California, San Francisco, Calif, vs, 


A. =F. & Ss. F. et al. 

Rates and charges in violation sections 1 and 3, petroleum anq 
petroleum products. Asks that carriers establish from points in 
Pa., N. Y., W. Va., and N. J., to points in Calif., and Utah, rates 
not exceeding the rates presently in effect eastbound from points 
of origin in California to destinations in Pa., N. Y., W. Va., and 
N. J., and reparation. 


. 24499. Hill Motor Car Co., Miami, Fla., vs. Michigan Central et al. 


Charges in violation section 6, automobiles, Detroit, Mich., to 
Miami, Fla., via Baltimore by water. Asks reparation. 


. 24500. Peabody School Furniture Co., Topeka, Kan., vs. Penn- 


sylvania et al. 

Rates in violation section 6, school furniture, North Manchester, 
Ind., to Topeka, Kan., and Osborne, Kan. Asks cease and desist 
order and reparation. 


. 24501. Arkansas Fertilizer Co., North Little Rock, Ark., vs. ¢ 


R. I. & P. et al. 

Unreasonable rates, crude phosphate rock, Columbia, Mt. Pleas- 
and and Wales, Tenn., to North Little Rock, Ark. Asks rates and 
reparation. 


24502. Carolina Shippers’ Association, Inc., Wilson, N. C., ys 


"N. & W. et al. 


Unreasonable rates and charges, Irish potatoes, points in North 
Carolina to Jacksonville, Fla. Asks reparation. 
24503. R. S. Dixon, Fort Klamath, Ore., vs. S. P. et al. 


Unreasonable rate, feeder cattle, Minkler, Calif., to Chiloquin, 
Ore. Asks cease and desist order, rates and reparation. 


- 24503. Sub. No. 1. R. S. Dixon, Fort Klamath, Ore., vs. S. P. 


et al. 
Unreasonable rate, feeder cattle, Minkler, Calif., to Chiloquin, 
Ore. Asks rates and reparation. 


. 24504. Gates Hardware Co., Tulsa, Okla., vs. M.-K.-T. 


Unreasonable rates, iron chain over 3/16 inch and agricultural 
implement parts, St. Louis, Mo., to Tulsa, Okla. Asks reparation. 


. 24505. United States of America, Washington, D. C., vs. M. P. 


et al. 

Unreasonable rates and charges, bituminous coal, Earlington 
and other points in Kentucky, to Little Rock, N. Little Rock and 
DeValls Bluff, Ark. Asks reparation. 


. 24506. L. G. Everest, Inc., Sioux City, Ia., vs. C. M. St. P. & P. 


et al. 
Unreasonable charges, crushed stone, Dell Rapids, S. D., to 
Rurlington, Ia. Asks reparation. 


. 24507. Jackson Fertilizer Co., Jackson, Miss., vs. A. C. L. et al. 


tates in violation sections 1 and 3, crude pebble phosphate rock, 
Florida points to Jackson, Miss., as compared with rates to 
Meridian, Miss., Birmingham and Montgomery, Ala., Atlanta, Ga., 
Gulfport, Miss., Mobile, Ala., and New Orleans, La. Asks rates 
and reparation. 


. 24508. New England Fuel & Transportation Co. et al., Boston 


(Everett), Mass. vs. A. G. S. et al. 

Transshipping rates on coke, from Birmingham and Chattanooga 
districts to Charleston, Savannah, Mobile and Pensacola in viola- 
tion sections 1, 2, 3, 6, 15 and 15a. Alleges assailed rates pay 
defendant railroads little or nothing above operating costs and in 
effect subsidize the efforts of producers of coke in the Birmingham 
and Chattanooga districts to “dump” coke in New England and 
eastern markets at ruinously low prices in competition with com- 
plainants under transportation charges or costs much lower rela- 
tively than those paid by complainants. Ask lawful rates be 
established. 

24509. a Gibson Oil Works, Inc., Port Gibson, Miss. vs. L. & 
A. et al. 

Unreasonable rates, cottonseed, points in La. and Ark. to Port 

Gibson, Miss. Asks rates and reparation. 


. 24510. Gwin, White & Prince, Inc., Seattle, Wash. vs. N. Y. N. H. 


& H. et al. 

Illegal switching rate and charge, apples, at Boston, Mass. 
refund. 
24510, Sub. No. 1. Same vs. N. Y. N. H. & H. 

Same complaint and prayer, apples, at Boston, Mass. : 
24511. Shell Oil Co., San Francisco, Cal. vs. A. T. & S. F. et al 

Rates and charges in violation sections 1 and 3, lubricating — 
points in Ill., N. Y., N. J., O., Pa. and W. Va., to points in Calif. 
Ore, Utah and Wash., as compared with rates in reverse direction. 
Asks rates and reparation. 


24520. In the matter of increases in freight rates and charges. 
Petition of railroads for 15 per cent increase in rates and charges. 


Asks 


eal 


HANDY FOLDER FREE with samples of 26 Standard Trafii 


Forms. Guaranteed to comply with latest rulings. New and —, 
forms mailed to you as issued. Send for your copy, on your ae. 
letterhead, to The Traffic World, 418 South Market Street, Chicas 


ee 
The Traffic World may be found on sale at the following places: 


Chicago—The ‘Traffic World, 418 South Market oe 

Washington—Traffic Service Corporation, Mills Bul 
ing, 17th and Pennsylvania. ‘di 

New York—Finch’s News Agency, Woolworth Building. 


The Traffic World may be read on the following trains: 


Great Northern Railroad—Empire Builder, Oriental 
Limited and Winnipeg Limited. 
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‘DIRECTORY OF ATTORNEYS AT LAW PRACTICING 
BEFORE THE INTERSTATE COMMERCE COMMISSION 


H. D. DRISCOLL JOHN C. FOSTER PAYSOFF TINKOFF 


ieee <7 LAW 










Commerce Counsel 
and Attorney eee Sr See CERTIFIED PUBLIC ACCOUNTANT (ILL.) 
720 Shepherd St. N. W. SPECIALIZING 
. Washingten, D. C. INTERSTATE COMMERCE CLAIMS 
Oklahoma City Office: Specializing in Interstate Commezes and —AN 
709-10 Cetten-Grain Exchange Building Federal Departmental Practi 





FEDERAL TAXES 
1540 BUILDERS’ BUILDING CHICAGO, ILL. 











HARRY C. AMES THOMAS L. PHILIPS WARREN H. WAGNER 
ATTORNEY AT LAW ATTORNEY AT LAW ATTORNEY AT LAW 
Sune. Ree & om yp By Fy Federal Trade ,*---+ I Building, Washin D.C 

one Atterney and Examiner on rates, price fixing and valuation. nvestment Buil Ing, = gton, D. C. 
Interstate Cemmerce Commission PRACTICE IN ALL COURTS Fermerly Assistant Chief Examiner 
 sasengiieniies Bldg., Washington, D. C. | Liberty Central Trust Ce. Bldg., ST. LOUIS, MO. Interstate Commerce Commission 





DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC, 
COMMERCE AND VALUATION EXPERTS AND SPECIALISTS 


HENRY J. SAUNDERS | BISHOP & BAHLER T. D. GEOGHEGAN 


Incorporated Sept. 16, 1914 















CONSULTING ENGINEER TRAFFIC MANAGERS COMMERCE SPECIALIST 
Cest and Statistical Analyses—Matters Relating nanan ph wy py oy Hy Cases Matters Before State and Federal 





te Rates—Censelidatiens and Valuatiens 

















BW. oom aa Commissions and Departments 
643 TRANSPORTATION BLDG. 1006 Fifth Street, Sacramento, Caltt TRANSPORTATION BUILDING 
WASHINGTON, D. 6. peg x f Head Office: 369 Pine Street WASHINGTON, D. 6. 













‘YOUR ANNOUNCEMENT | You can reach Traffic World JEROME E. LANE 
readers each week FEDERAL VALUATION OF RAILROADS 


Through the use of an advertise- pram scares po. Bex a oneiaggiinngl 









in this directory for 52 consecutive 
issues will cost less than first class 






ment in this space at th ll Piel seorias Whe and ‘io 
postage to mail single communi- expense of about one-fortieth of rerSpeciallet a eg 
cation to each one of our readers. a cent per subscriber. Appraisals and Valuations 


Registered Pr: before Interstate Commerce Commission 





2% RICHMOND, VA. 





: — . 
‘|| See: MOND. VA.| FEEONARD’S GUIDE 
1 Sai ieee =f General Merchandise FREIGHT, EXPRESS, PARCEL POST 










Rates and Routing” md in One Book! 


G. R. | “Leonard. & Co. 


155 N. Clark St., 15 E. 26th St., New York 


175,000 Square Feet Floor Space 
















rt in (Pioneer Steamship Line to Houston) 
H. OPERATING FAST FREIGHT SERVICE 
ks BETWEEN 
Philadelphia, Pa., and Houston, Tex. 
is, SAILINGS: 
z rte: From Philadelphia . . Wednesdays and Saturdays 
. Distribution of _—— From Houston ...... Mondays and Thursdays 
= General Merchandise Low Rates Quick Dispatch Thru Package Cars 
fic GENERAL OFFICES: 
cs S. N. LONG WAREHOUSE 1360 Broad Street Station Bldg., PHILADELPHIA, PA. 
SS 
SO aaa 
eS: wen i Second WILLIMANTIC @, _o® SEWETT CITY ‘THRU RATES AND 
ad — DIRECT WATER ROUTES 
South Norwalk, Bridgeport, New 
ing: WESTERLY fr OM London and Norwich, Conn, 
" i -M tain, 
“a , fo” “tenth end Soutinvect 
Mim / Ser fen OU EOS STORE CLYDE, OLD DOMINION, SAVANNAH, 
LONG ISLAND cr oon own uatonTaueRs. YQ] MALLORY and MORGAN S. S. LINES 


YORK 
SOUTH BOAT AND RAIL THAMES RIVER LINE, INC., PIER 32 E. R., NEW YORK CITY, ERNEST E. FUCHS, President 
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Chieago’s and Kansas City’s 
Most Modern Warehouses 


Merchandise 
Storage 


Pooi Car 
Distribution 


2000 Carload 
Capacity 


POSITION WANTED AS FREIGHT SOLICITOR 


One or more short line railroads or steamship companies; 
no restriction as to territory. Commission or salary. 
Highest qualifications. 


Address 0. W. 330, care Traffic World, 


REAL 


Chicago, Illinois 


TRAINED 
SALARY TRAFFIC 
INCREASES MEN 


How men in routine traffic work have increased 
their earning power through expert training. 


Every traffic employee today should and additional sources of raw material. 
realize that Traffic Management—as _ His intelligent handling of cases before 
practiced by men of thorough training— the Interstate Commerce Commission 
offers very substantialopportunities.The often results in economies for his em- 
ployer running into the tens of thousands 
of dollars. Our interesting 64-page book, 
“Opportunities In Traffic Management,”’ 
tells the complete story. Every traffic 
or railroad employee should read this 
book. Send for it today. Learn how 
LaSalle home-study training in Traffic 
Management has helped many men up to 
the bigger-pay traffic positions. Write 
«1s today for all the facts. Your inquiry 





OY 


Traffic Manager whois really skilledin the 
technique of his profession commands a 
large salary and high standing in his com- 
pany because his work affects vitally the 
most intimate elements of the business. 

Upon him depends the flow of produc- 
tion and distribution. Through lowered 
costs, prevention of losses, better pack- 
ing, quicker deliveries, and in scores of 
other ways he effects enormous savings 
for hisemployer. Heisconsultedonloca- will not obligate you in the slightest. 
tion of branches,warehouses, new plants, Address 


LaSalle Extension University, Dept. 695-TA, Chicago, II]. 


CALMAR LINE 


INTERCOASTAL SERVICE 























SAILS ARRIVES 
Voy- 
STEAMER age Phila- Los San Seattle 
No. [Baltimore] delphia | Angeles [Francisco] Oakland | Portland] and 
Tacoma 
OAKMAR...... 11 |May 6jMay 15jJune 7j|June 12/June 16]June 20] June 22 
YORKMAR 13 [May 16/May 25]June 17] June 22/June 26/June 30jJuly 2 
ALAMAR....... 5 |May 26jJune 5/June 28|/July 3jJuly 6j/July 10j/July 12 
PENNMAR ll |JJune 6j/June15jJuly 8jJuly 13jJuly 16|/July 20j/July 22 
LOSMAR....... 5 |June 16j/June 25j/July 18]/July 23|July 26/July 30jAug. 1 
TEXMAR 13 JJune 26/July 5jJuly 28[Aug. 2jAug. 5jAug. 9}Aug. 11 
MASSMAR..... 11 jJuly 6/July 15jAug. 7jAug. 12/Aug. 15jAug. 19]Aug. 21 
VERMAR.. 5 [July 16]July 25jAug. 17/Aug. 22/Aug. 25jAug. 29}Aug. 31 
CUBORE..... 13 [July 26]Aug. 5jAug. 28]Sept. 2/Sept. 5j/Sept. 9jSept. 11 





(Subject to change without notice) 


EVERYBODY SAYS ‘“‘BUY NOW’’ 
DO SO AND 


SHIP NOW VIA CALMAR LINE 


For information regarding rates, etc., apply to nearest office: 


Calmar Steamship Corporation 


SWAYNE AND HOYT, INC., AGTS. 
Los Angeles, Cal., 631 Central Bidg. 
Oakland, Cal., ist and Market Sts. 
Portiand, Ore., 911 Bd. of Trade Bldg. 
San Francisco, Cal., 240 Front St. 
Seattle, Wash., 1519 Railroad Ave., South 


Regular Piers 








MOORE & MeCORMACK CO., GEN. AGTS. 
Baltimore, Md., 15 S. Gay St. 

Chicago, Ill., 140 S. Dearborn St. 

Detroit, Mioh., 2001-2 industrial Bk. Bldg. 
New York, N.. Y.. 5 Broadway 
Philadelphia, Pa., Bourse Bidg. 

Pittsburgh, Pa., Oliver Bidg. 


Pacific Coast 


Los Angeles—230-B Terminal Island 
Oakiand—Howard Terminal 
—. a + owaste Terminal 
Philadeiphi ® " an Francisco—Pier No. 

a Se Cee a Seattle—Atlantic Deck Terminal 


Atlantic Coast 
Baltimore—Pler 7, Western Md. Ry., Port 
Covington 
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DOCKET OF THE COMMISSION 


June 22—Monticello, Fla.—Examiner Molster: 
* Finance No. 8272—Application A. C. L. R. R. for authority to cop. 
struct a line of railroad form Yuste to Monticello, Fla. 
June 22—Argument at Washington, D. C.: 
* 21224—Pfaltzgraff Pottery Co. vs. Pennsylvania nm. 3. 
June 22—Washington, D. C.—Examiner Oliver: 
Finance Dkt. No. 3664—Excess Income of Chattahoochee Valley Raij- 
way Company. 
June 22—Washington, D. C.—Examiners Clifford and Valentine: 
24232—Mount Royal Rice Mills, Ltd., et al. vs. S. P. Co. et al. 
June 22—Binghamton, N. Y.—Examiners Cheseldine & Mackey: 
- “<< oe Coal & Supply Co., Inc., et al. vs. C. R. R. of Nn, 
et al. 
June 22—Kansas City, Mo.—Examiners Johnson and Shinn: 
24387—Southwestern Milling Co., Inc., vs. C. B. & Q. R. 


June 23—St. Louis, Mo.—Examiners Johnson and Shinn: 
24283 (and Sub. 1)—Best Brick Co. vs. Southern Ry. et al. 
1. & S. 3610—Brick from Jackson, Mo., to E. St. Louis, Ill. 


June 23—Washington, D. C.—Examiner Curtis: 
1. & S. 3573—Dry earth paint from Henry, Va., 
Cc. F. A. territory. 
June 23—Argument at Washington, D. C.: 
16750—National Poultry, Butter & Egg Assn. et al. vs. Aberdeen 
& Rockfish et al. 
a. << yl of Commerce, Hastings, Neb., et al. vs. C. & N. W., 
y. & 
21449—Farmers’ B. & M, 
R. R. et al. : 
June 23—Hutchinson, Kan.—Examiner Davis: 
Finance No. 8692—Application Arkansas Valley Interurban Ry. for 
ow to construct an extension of its line in Reno county, 


Pinanee No. 8715—Application Hutchinson & Northern Ry. for au- 
thority to wen gg an extension of its line in Reno county, Kan, 


June 23—Washington C.—Examiner J. V. Walsh: 

Finance Dkt. No. "Se72"—-Si re application of New York Central R 
R. Co. for authority to acquire and operate the railroad of Chi- 
cago, Attica & Southern R. R, Co. 

June 24—Argument at Washington, D. C.: 

* 19594—Transfer of freight within St. Louis and East St. Louis by 
dray and truck for and on behalf of railroads. 

. & S. 2934—Off-track station and constructive receipt and delivery 
* of freight at St. Louis, Mo., and East St. Louis, IIl. 


June 24—Syracuse, N. Y.—Examiners Cheseldine and Mackey: 
23959—Village of Liverpool, N. Y., et al. vs. N Cc. @ &, 

June 24—Belleville, Ill .— Examiners Johnson and Shinn: 
24421—City of Belleville, Ill., et al. vs. I. C. R. R. et al. 

June 24—Detroit, Mich.—Examiner Rogers: 
22455—In the matter of reciprocity in purchasing and routing. 

June 24—Washington, D. C.—Examiner Prichard: 

* Finance No. 8871—Application of . R. for authority to 
acquire control of Chester & Mt. Vernon R. R. by purchase of 
capital stock. 

June 25—New York, N. Y.—Examiners Cheseldine & Mackey: 
23806—Leas & McVitty, Inc., vs. C. & O. Ry. et al. 
23728—American Glue Co. et al. vs. B. & M. R. R. 

June 25—Florence, Ala.—Examiner Molster: 
Finance No. 8775—Application Northern Ala. Ry. for authority to 

abandon its so-called Riverton branch in Colbert county, Ala. 

June 25—Chicago, Ill.—Examiner Fuller: 
24415—Rates on gravel and crushed stone within state of Illinois. 

June 25—Argument at Washington, D. C.: 

Finance No. 8551—Application Middle Fork R. R. for authority to 
Operate a line of railroad in Raindolph county, W. Va. 


R. et al. 


to destinations in 


Equity Cooperative Creamery Assn. vs. 


et al. 


et al. 


Finance No. 8609—Application Lake Decatur & Eastern R. R. for 
authority to operate a line of railroad in Macon county, II. 
June 25—Washington, D. C.—Examiner Waterbury: 
way Company. 
June 26—Argument at ‘Washington, D. C.: 
oe ee or A and 2)—Nebraska State Ry. Commission vs. A. T. 
.. Ry. 6 
@. 23731—Trinidad ice and Elevator Co. vs. C. B. & Q. R. R. 
22820—Schroon River Pulp & Paper Co. vs. D. & H. Co. et al. 
(further hearing, for the sole purpose of determining the amount 
of reparation due complainant under the findings). ' 
June 29—Washington, D. C.—Examiner Fleming 

23314 (and Sub. 1 *. 4, incl. on "Cecnadesten of North 

23313—Traffic havniteiion of’ Cowl Atlantic Ports et al. vs. A. & 
Rn. RK. KR. ot. al. 

23436—R. R. Commission of S. C. ‘ Alcolu R. R. et al. 

23420—Transportation Bureau rs Spartanburg Chamber of Com- 
merce vs. A. G. S. R. R. et al. (adjourned hearing). 

Finance No. 8761—Application Kansas & Oklahoma R. R. for author- 
ity to acquire railroad formerly of Kansas & Oklahoma Ry. and 
to construct an extension thereto. 

Finance No. 8836—Application Kansas & Oklahoma R. R. for author- 
ity to issue capital stock. 

Finance No. 8657—Application of Alton R. R. to acquire and operate 
the properties formerly of the C. & A. R. R.; to assume certain 
obligations and contracts, and to issue capital stock. 

Finance No. 8658—A pplication of B. O. R. R. for authority uM 
acquire control of Alton R. R. by purchase of its entire capita 

June 29—Washington, D. C.—Examiner Marchand: 

Finance No. 4770—Excess income of Silverton Northern R. R. 
June 29—St. Louis, Mo.—Examiner Fuller: 
13535—Consolidated Southwestern Cases (and cases grouped there- 
with) (canned goods) (further hearing). 


Finance Dkt. No. 4313—Excess income of the Cuyahoga Valley Rail- 
une 26—Albany, N. Y.—Examiners Cheseldine and Mackey: 
Carolina vs. A. & R. R. R 
June 29—Liberal, Kan.—Examiner avis: 
June 29—Argument at Washington, D. C.: 
stock, 
June 29—Boston, Mass.—Examiners a, wae Mackey: 


24219—Cities Service Refining Co. vs. A. T. F, Ry. et al. 
June 29—Washington, D. C.—Examiner Hosmer: Corp. 


et al. vs. A. & A. R. R. 


B ny interterritorial rates be 
es (adjourned hearing). 


x" ee Coast Line R. R. 


et al. 
24160—In the matter of divisions of 
tween official and southern territo 















